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* Whatever is rightly done, however humble, is noble. — Royce, 1924. 
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You chose your motor car because you are an 
astute judge of quality and value. 


Rolls-Royce and Bentley owners are intelligent 
people. Your vehicle also offers you a pride of 
ownership well beyond that experienced by owners 
of ordinary motor cars. 


That pride of ownership comes from many factors, 
quality craftsmanship, engineering excellence, 
perhaps a sense of motoring history, or fulfilment of 
a long held dream. 


Everyone at FOX, ROLLS-ROYCE & BENTLEY 
appreciates the importance to owners in maintaining 
a 100% genuine Rolls-Royce or Bentley. 

a 


They also understand owners expect value for money 
as well as quality when it comes to vehicle servicing 
and replacement parts. 


Now, thanks to some significant price reductions 
in the cost of many normal genuine service parts 
supplied by Rolls-Royce Motor Cars Ltd, 
FOX, ROLLS-ROYCE & BENTLEY has been able 
to reduce the cost of many scheduled services. 


Your choice of vehicle has now become an even 
more astute investment. 
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SHADOW I & SHADOW II 


SPECIAL OFFERS, PARTS AND LABOUR ALL INCLUSIVE 


SUSPENSION 


Replace front suspension lower control arm rear pins & bushes 
Replace front suspension lower control arm front pins & bushes 
Replace front suspension lower control arm front and rear pins & bushes 


BRAKES 


Replace hydraulic front brake calliper hoses 
Replace hydraulic rear brake calliper hoses 
Replace brake actuation hoses 

Overhaul hydraulic front brake callipers 
Replace brake master cylinder 


OTHER 


Overhaul height control levelling valve 
Overhaul hydraulic ram 


$1250 
$1250 
$2350 


$450 
$450 
$160 
$575 
$430 


$250 
$450 


EXCHANGE FACTORY STEERING RACK 


All models 1977-1996 


*plus fitting kit if applicable 


$4250 plus fitting* 
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SCHEDULED SERVICE 


MODEL 


Shadow I 
Bentley TI 


INTERNAL/TYPE 


5,000km 
10,000km 


COST 


20,000km 


Shadow II 
Bentley TII 


5,000km 
10,000km 


20,000km 


Spirit/Spur 
Mulsanne 


Non EFI 


Spirit/Spur 
Mulsanne/8 


5,000km 
10,000km 
20,000km 


A 86-91 C 92-93 
B 86-91 1 92-93 


EFI C 86-91 2 92-93 


Spirit/Spur 
Bentley Brooklands 
EF] 93-98 


YCE & BENTLEY 


Pe FOX, 
R| ROLLS-RO 
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There are anumber of remarkable parallels between the lives and careers of Henry 
Royce and Henry Ford, despite the disparate nature of their respective companies’ 
products. The ‘T’ Model Ford (upper drawing) was not Fora’s first production model 
as is often supposed, nor was the Silver Ghost (lower) the first model produced by 
Rolls-Royce. Both, however, did more than any previous or subsequent model to 
make the names of both companies into household words throughout the world. 
Gilbert Ralph (Honorary Life Member, Vic.) reflects on these parallels in his excellent 
article A Tale of Two Henrys in this issue. 
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FROM the EDITOR 
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Federal Rally 

The 41st Federal Rally, held in Canberra 
at the end of March, passed successfully. 
If | might briefly change hats, as host 
Branch President | would like to thank all 
those members from all Branches who 
registered for the Rally and attended, 
contributing to its conspicuous success. 
My apologies if my preoccupation with 
the Rally has caused any lateness to this 
issue of PRAECLARUM. 

A notable event during the Rally was 
the launch of Rolls-Royce & Bentley in a 
Sunburnt Country, Tom Clarke’s superia- 
tive book on the first fifty years of Rolls- 
Royce in Australia, produced with the 
able collaboration of David Neely and 
published by the Sir Henry Royce Found- 
ation. This is the book that Australian Rolls- 
Royce and Bentley enthusiasts have been 
waiting for. All copies on hand for sale at 
the Rally were eagerly snapped up, and 
many more orders were taken. If you were 
unable to obtain one at the Rally, to 
secure a copy there is a flyer and order 
form enclosed with this issue of 
PRAECLARUM. 

Read all about the Rally, and view the 
extensive pictorial coverage, in our next 
issue. Rally photographs to the Editor, 
please. 


Future Rallies 
Next year’s Federal Rally willbe held on 


See 
Athol & Glad Thain (W.A.) sent this shot of their mud-encrusted Bentley S3 (B284HN) after 


ee 


driving 


between Norseman and Balladonia en route to the Canberra Federal Rally. A combination of 
road-works and the effects of Cyclone Elaine made for slippery going! But then, nothing stops 
the Thains and their trusty S3. Together they have attended innumerable Federal Rallies. 


the Gold Coast, hosted by the Queens- 
land Branch, April 14th-17th. | look forward 
to seeing you all there for another great 
Rally. The 2001 Rally, the first of the new 
millennium by any logical reckoning, will 
be hosted by the South Australian Branch 
at Mount Gambier. 

2004 will be significant in that the Rally 
hosted by the Victoria Branch in that year 
will be part of the world-wide celebrations 
of the centenary of the meeting of 
Charles Stewart Rolls and Frederick Henry 


Father Frank Meek (N.S.W.) enjoying a break from his pastoral duties, and a favourite tipple, in 
the rear of 1920 Silver Ghost (51FW), owned by Julian Walter (W.A.), on the Tour of south-western 
Western Australia that followed the 1997 Federal Rally. Photo from George Forbes (Vic.). 


Royce. It willbe centred around beautiful 
Lorne on Victoria’s spectacular Great 
Ocean Road and will undoubtedly be 
attended by arecord number of overseas 
participants. 

Start planning now for a very full year 
of Rolls-Royce activities in 2004, 


Rolls-Royce soars to new heights 


Rolls-Royce Pic, the successor Com- 
pany of Rolls-Royce Ltd, and the only 
company bearing the Rolls-Royce name 
to remain independent and British, con- 
tinues to notch up stunning records in its 
field of jet aero engine manufacture. 

Superior technology has made Rolls- 
Royce the market leader in large jet aero 
engines, and the Company now has half 
the world market, the other two major 
builders sharing the other half. This is a 
satisfying enough figure, but it could be- 
come even better with eight of the world’s 
top ten airlines now specifying Rolls-Royce 
engines for their new aircraft acquisitions. 

Furthermore, the Company expects its 
new super-engine, the Trent 900, to sweep 
all competition before it in the race to 
power the future generation of giant air- 
liners planned for early next century, with 
projected earnings of a staggering £15 
billion ($A39.5 billion) in orders for that sec- 
tor of the market alone. 

Market analysts predict a minimum of 
six years double-digit growth in earnings. 


—~.— 
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Bentley steers away from R-R 


Inthe meantime, anyone who held out 
hopes that some residual nexus between 
the Rolls-Royce and Bentley marques 
might survive the recent upheaval, or that 
the new owners might adopt a ‘hands off’ 
approach to the marques’ future dev- 
elopment, had their hopes dashed by the 
rear- (or ‘mid’-) engined “Bentley” con- 
cept car displayed by Volkswagen at the 
recent Geneva Motor Show. 

Quite apart from its unpronounceable 
name, itis clear that, as predicted in these 
pages, the Bentley marque is set to be- 
come aggressively aligned with Volks- 
wagen’s model range aspirations and 
design philosophies and will then have 
absolutely nothing to do with those of 
Rolls-Royce. In fact, the car displayed at 
Geneva has nothing identifiable in com- 
mon with any previous Bentley car other 
than the ‘B-in-wings’ badge — attached 
directly to the top of the bonnet, which is 
not even really a bonnet now that there is 
noengine (let alone a Rolls-Royce engine) 
beneath it. | have been reliably informed 
that not only was this car not built by the 
Crewe factory, but at the time of writing it 
had not been anywhere near the factory 
or even to England! In fact, according to 
Autocar, the car is not even really new! It 
is, apparently, based on the Lamborghini 
Diablo, which all falls into place when one 
remembers that VW also owns Lambor- 
ghini. Can any Bentley enthusiast, let 
alone a Rolls-Royce enthusiast, really feel 
encouraged by a Lamborghini Diablo 
with a Volkswagen engine, badged as a 
Bentley? 

Given the forced separation of the two 
marques, it is perfectly understandable 
that Bentley’s new owner would wish to 
erase any perception of a connection 
between Bentley and Rolls-Royce and to 
set Bentley firmly into VW’s own stable of 
marques, but it certainly underscores the 
futility of pretending that the historic con- 
nection between the two marques might 
somehow have survived last year’s sale 
process. 

Many years ago, after a great deal of 
argument, counter-argument and sout 
searching, Bentley cars designed and 
made by Rolls-Royce were admitted to 
this Club as eligible motor cars. Vintage 
CW.O.’) Bentleys, though magnificent 
motor cars in their own right, continued to 
be excluded because they are uncon- 
nected to Rolls-Royce history or design 
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Most of our ‘Mystery Cars’ seem to have been Twenty Horsepowers, but this time Gil Ralph (Vic.) 
sent this shot of what is obviously a Phantom I, saying that | would recognise the car. | didn't, 
and had to call him to solve the mystery. Perhaps one of our more astute members will do better. 
There will be a small prize for any member (not associated with the owning family) identifying 
the car in this photo by chassis number and naming the coachbuilder who built the body. 


philosophies. Likewise, if is inconceivable 
that anyone could make a case that the 
direction in which Bentley’s new owner is 
taking the marque is in any way con- 
nected with Rolls-Royce, or with Rolls- 
Royce clubs. The nexus has been severed. 
Let’s face up to it. 


Rolls-Royce: where, by whom? 


The future of the Rolls-Royce marque is 
rather less clear. Little is being revealed 
about how, when, where and by whom 
“Rolls-Royce” cars might be built in the 
future, apart from vague indications that 
in the early years of the next century the 
marque’s custodian BMW will somehow 
re-start the marque, mysteriously turning its 
planned 9-Series BMW into a new “Rolls- 
Royce”. However, since the ousting of 
BMW chairman Bernd Pischetsrieder earl- 
ler this year the future has become even 
less clear, with reports persisting that the 
BMW board is reconsidering his plan to 
build a new factory in England to build 
“Rolls-Royce” cars — another member's 
prediction on record in these pages. So 
where, if at all, will they be built? Nobody 
seems to know, or if they do know, they‘re 
not saying. 

So, the evidence suggests that in the 
foreseeable future the Bentley marque will 
no longer have any connection to Rolls- 
Royce motor car history. Arguably, neither 
will the Rolls-Royce itself if another maker 
starts the marque afresh. 


These are the stark realities emerging 
from the distressing sale of what was Rolls- 
Royce Motor Cars Ltd. 


Two Henrys and a Harry 


Henry Ford is again featured in this 
issue, in Gil Ralph’s outstanding article A 
Tale of Two Henrys, which draws our atten- 
tion to the parallels between the lives and 
careers of two significant engineers 
named Henry. 

Also in this issue is some further insight 
from Tom Clarke into the life of Harry Fleck, 
demonstration driver for C.S. Rolls & Co. 
and then for Rolls-Royce Ltd. 


Martin Bennett 


Harry Fleck (1883-1968). 
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FROM the FEDERAL PRESIDENT 


A rewarding term as President 


This will be my final column in 
PRAECLARUM, my term as Federal Presi- 
dent having now ended. 

My term has been rewarding in the 
sense that it was the culmination of more 
than 17 years involvement with the Club in 
one official capacity or another at Branch 
and Federal levels. | considered it a great 
honour to be appointed to the position, 
and was always aware of the respon- 
sibility bestowed upon me. 

My term was not without some difficult 
moments, most brought about by the 
wrangling over the sale of the Rolls-Royce 
and Bentley marques. This single issue cer- 
tainly demonstrated the very strong feel- 
ings and attachment within the Club to 
the Company prior to the sale; feelings 
that were expressed to me forcefully by a 
number of members, and which are no 
doubt held by many more. What the final 
outcome of this continuing saga will be is 
anybody’s guess, and to find out | sup- 
pose we will have to wait until 2003, when 
BMW takes over the manufacture of Rolls- 
Royce motor cars from Volkswagen. There 
has been a lot of ‘kite flying’ in regard to 
the future of the Bentley marque. 


Federal Judging 


We managed to review the judging 
system and guidelines, and the revised 
system seemed to work well at the 1999 
Federal Concours d’Elegance, | con- 
gratulate all those who took away an 
award from the Concours, the standard of 
cars and their presentation was exemp- 
lary and clearly showed the enthusiasm 
that members have for their cars. The full 
Concours results will be included in the 
write-up of the Rally in the next edition of 
PRAECLARUM. In the meantime, no doubt 
the various Branch newsletters will include 
these details. 


Federal Rally 


Whilst on the subject of the Federal 
Rally, | would like to thank all those mem- 
bers who took the time and made the 
effort to attend the Rally in Canberra. It 
was a success primarily because you 
supported it and were prepared to make 
the most of what the National Capital and 
the Rally organisers had to offer. There 
were more than 125 cars at the Con- 
cours — a very worthy exhibition of cars 
maintained to a very high standard. | 
would also like to thank those from the 


A.C.T. Branch who put so much time and 
effort into organising the Rally. 


New Life Members 


| offer my heartfelt congratulations to 
our two new Honorary Life Members, Matt 
Smith of the Western Australia Branch, and 
Judith Merlin of the New South Wales 
Branch. To even warrant nomination re- 
quires a history of long and dedicated 
service to the Club, and both Matt and 
Judith are well deserving of this award. 


Federal Executive 


| would like to sincerely thank Kim 
Stapleton and David Miller for their assis- 
tance and support during my Presidency. 
Without such support the task of President 
would be almost impossible. | appreciate 
the excellent advice and cooperation 
that was always given freely and happily. 
Kim Stapleton is staying on as Secretary. 

Finally, | congratulate our new Federal 
President George Forbes (Vic.) and 
Federal Treasurer Bryan Inder (N.S.W.) on 
their appointment, and wish them every 
success during their terms of office. 


Happy motoring everybody, 
fan Dunn 


FOUNDATION CORNER 


The Sir Henry Royce Foundation 


Australia 


Silver Ghost drawing project 


As previously noted, the Trustees of The Sir Henry 
Royce Foundation Australia have been investigating the 
possibility of producing a publication which would in- 
clude selected drawings of Silver Ghost components and 
general arrangement drawings. These drawings, which 
cover all pre-war Rolls-Royce cars, are held by The Sir 
Henry Royce Memorial Foundation at The Hunt House in 
Paulerspury. 

Negotiations were commenced some two years ago 
with the Foundation’s curator, Philip Hall, and agreement 
in principle has been reached which will provide access 
to the drawings. The major problem that has been en- 
countered is that listing and examining the condition of 
perhaps 100,000+ drawings is a monumental task and, 
at the present time, this work has only just begun. The 
Trustees of the Australian Foundation have offered to 


become involved in the financing of this work which will 
ultimately be of huge benefit to Rolls-Royce enthusiasts 
throughout the world. 

Despite this problem, a trial is under way which will 
establish the feasibility of the project. Initially, photog- 
raphy of selected drawings was considered, but because 
of the physical condition of many of the drawings (i.e., 
creases, blurring, tears, etc) electronic scanning appears 
to be the best method of copying and reproducing draw- 
ings for publication in book form. 

Whilst it is obvious that there is a lot to be done to 
bring the project to a successful conclusion, the Trustees 
are encouraged by the high level of co-operation and 
assistance of The Henry Royce Memorial Foundation and, 
in particular, Mr Philip Hall. 

David Jones, AM, OBE 
Chairman, 
Sir Henry Royce Foundation Australia 
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“an ry a 
Henry Royce (1863-1933). 


Despite the extreme contrast in the 
nature of the motor cars they built, 
Henry Royce and Henry Ford had more 
in common than might at first be ex- 
pected. Each made a remarkable con- 
tribution, not only to motoring, but to 
the' nations they were proud to repre- 
sent. 

Many Rolls-Royce owners have read 
of Henry Royce, the modest ‘mechanic’, 
who introduced such remarkable 
standards of engineering excellence 
into the manufacture of internal com- 
bustion engines, and the accompany- 
ing motor car chassis, as to become an 
industry leader almost overnight. 
Within a few years his 40/50 horse- 
power model (the ‘Silver Ghost’) was 
acclaimed ‘the best car in the world’. 
Such cars were produced, regardless of 
cost, to satisfy a very limited market of 
motoring enthusiasts, many of whom 
were wealthy aristocrats known to the 
Hon Charles Rolls with whom Royce 
had formed an alliance in 1904 to 
produce ‘Rolls-Royce’ motor cars. 

Henry Ford made no less of a con- 
tribution to motoring. Not only did he 
develop a simple, economical 
automobile but he pioneered mass 
production, and other manufacturing 
practices, which enabled him to 
progressively reduce the cost of his 
cars. His philosophy was to make a 
practical motor car at a price everyone 
could afford. The expatriot Australian 
author-TV personality, Clive James, 
wrote in his book Fame in the 20th 
Century that “Henry Ford put his name 
on the century like no one else. He put 
America on wheels and the whole world 
followed. He turned the automobile 
from a privileged carriage into a mass- 
market consumer utensil. He was 
hailed as a genius with a vision of the 
new, infinitely mobile democratic 
society. The Ford Motor Company was 
the new America”. 

Henry Royce wasn’t mentioned 
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By Gilbert Ralph, MBE (Vic.) 


among the 250 biographical sketches 
of the people Clive James believed 
shaped the 20th Century. 

What excited my interest in these 
two Henrys was the coincidence of ad- 
vertisements for Ford and Rolls-Royce 
which appeared on opposite pages of 
the 1908 Edition of The Encyclopaedia 
of Motoring — a 700 page book with 
more than 50 fascinating advertise- 
ments (see following page). The Fords 
referred to were obviously earlier than 
the Model T and the Rolls-Royce was 
most likely the 40/50 h.p. following its 
celebrated 14,371 mile run under RAC 
supervision in 1907 when the running 
cost was determined at 41d per mile. 

Many aspects in the lives of Henry 
Royce and Henry Ford had a remark- 
able similarity. For example they were 
both born in 1863, worked for railway 
companies, became electricians, in- 
stalled electric generators in their 
homes, were capable machinists, able 
mechanics, tireless workers, technical- 
ly dominant in their enterprises, en- 
joyed successes in motor racing, set 
world motoring records, were innova- 
tive, became pioneers in the use of 
alloys, developed V-8 engines, designed 
aircraft engines, planned their own fac- 
tories, shared an interest in farming, 
contributed to the war effort and late in 
life received high distinctions. 

On the other hand they were quite 
different in nature and behaviour. 
Their personal characteristics were so 
disparate that, had they met, they 
would most likely have had an instant 
dislike of each other. Royce had an 
excellent command of English, Ford 
was verging on illiterate. Royce was 
composed and rational, Ford erratic 
and unpredictable. 

Both men had modest beginnings. 
C.W. Morton in A History of Rolls-Royce 
Motor Cars gives a good account of 
Royce’s life. His father was a miller who 
died young, leaving the family in poor 


Henry Ford (1863-1947). 


circumstances. Henry’s aunt paid for 
the early years of his apprenticeship at 
the Great Northern Railway Workshops 
at Peterborough but he was unable to 
complete it and drifted to London 
where he became involved in the rela- 
tively new business of electricity. He 
was receptive and learnt quickly. At the 
age of 19 he was ‘Chief Electrician’ to 
the Lancashire Maxim-Weston Elect- 
ricalCo. Two years later Royce and his 
friend A.E. Claremont set up in busi- 
ness as F.H. Royce & Co. in Manchester 
where, initially, they manufactured 
simple electrical equipment such as 
door bells. In this they were successful 
beyond the average. It was while they 
were working in Manchester that 
Claremont and Royce married sisters, 
Edith and Minnie Punt. The 
Claremonts had no children. Henry 
was fond of children but Minnie was 
terrified of childbirth and as a conse- 
quence they had no children. They did 
however adopt Minnie’s orphaned 
niece, Violet Punt. They were devoted 
in the early years of their marriage, 
Minnie being very tolerant of the long 
hours Henry spent building up his 
electrical business. In 1893 they moved 
into Brae Cottage in Knutsford, a 
fashionable area south of Manchester. 

Henry Ford was born at Dearborn, 
south of Detroit, to an Irish-born 
farmer with a large family. As a child 
he showed a great interest in mechani- 
cal things and loved to tinker, especial- 
ly with clocks and watches. He was 
disinclined to stay on the farm and in 
1880 took a job with the Michigan Car 
Co., makers of railway rolling stock. He 
then worked in the machine shop at 
James Flower & Co. but, like Royce, did 
not complete his apprenticeship. Later 
he joined Westinghouse Engine Co. 
where he was involved with steam 
engines. He became interested in 
electricity, and following his marriage 
to Clara Bryant in 1888, moved to 


3320 


PRAECLARVM 


the ONLY car which bolds an 
official certificate of the cost of 
running and repairing. 


A Few Recent Successes. 


COLD MEDAL. 
568 Miles. 


irlsh A.C. Reliability Trials, 1907. Course 
Speed, 31.5 Miles per Hour. 


Fastest in Class in Graiguenamanagh 
Hill Climb. Petrol Consumption, 32.748 


Miles per Gallon. 


GOLD MEDALS (TWO) Saltburn Speed Tests. 


GOLD MEDAL. 
Course, 200 Miles. 
Speed Test. 
Miles per Gallon. 
COLD MEDAL. 


Irish A.C. Open Hill Climb. 


Essex Motor Club Reliabillty Competition. 
Fastest Time in 
Petrol Cousumption, 33.4 


Beat all 


Competitors up to £600 Chassis Price. 


SILVER CUP. 


Somersetshire A.C. HItl Climb. 


1st, 2nd, and 4th, FASTEST TIME In its Class at Birdlip 


HI} Gilmb. 
FASTEST TIME. 


15-18 h.p. FOUR-CYLINDERS. 


Two Seater 
Three Seater 
Double Phaeton 


Catalogues and details from 


PERRY THORNTON & SCHREIBER, Ltd., 
117-119 Long Acre, London, W,C. 


Southend and District A.C. Hill Cllmb. 


S185 
£195 
&245 


a ti ti ti 
TA copy of this certificate will be mailed free on request. 
Rolls-Royce, £1d., 14 & 15 Conduit St., Condon, W. 


Telegrams —“ tRolbead, London ” 


Under G1ISO per annum (of 7,500 
miles) for fuel, oil, tyres and repairs, 
sufficient to make the car in a con- 
dition equal to new. 


a et et ee ee 


Telepbones—1654, 1655, 1656, Gerrard. 


Adertisements for Ford (left) and Rolls-Royce motor cars from the 1908 Edition of The Encyclopaedia of Motoring. The Fords referred to were 
obviously earlier than the Model T and the Rolls-Royce was most likely the 40/50 h.p. following its celebrated 14,371 mile run under RAC supervision 
in 1907 when the running cost was determined at 4’2d per mile. 


Detroit and worked for Detroit Edison 
Co. where he became Chief Engineer at 
a salary of $1,000 per annum. The 
couple lived in a modest rented house 
nearby where Henry pursued his inter- 
est in mechanics and electricity. He 
attended night school to make up for 
his earlier lack of education. Their only 
child Edsel was born in Detroit in 1893. 

F.H. Royce & Co. grew steadily 
during its first decade, as did the range 
of products to include electric motors, 
generators and cranes. Royce was not 
so much of an inventor as a perfec- 
tionist and it was his careful study of 
other machines that led to patentable 
improvements such as his sparkless 
commutator. During this same period 
Ford’s reputation for innovation at 
Detroit Edison grew. In 1893 his inter- 
est in internal combustion engines was 
intensified and he began building an 
engine in the back shed, often working 
through the night. His friend James 
Bishop helped him build a light chassis 


with four cycle wheels, a single seat, 
tiller steering and an electric bell as 
warning device. It was an excited Henry 
who drove the car around the block in 
July 1896. This was a remarkable 
achievement considering he had 
probably never driven a horseless car- 
riage let alone owned one. This was six 
years before Royce acquired his first 
car. 

Thomas Edison, whom Ford met in 
August 1896 at the Association of 
Edison Illuminating Companies in New 
York, praised Ford’s inventiveness and 
observed that his “car has an advant- 
age over the electric car because it 
supplies its own power”. Henry was 
inspired by Edison's encouragement 
and on his return to Dearborn sold his 
first car for $200 and began making 
another one. ‘Crazy Henry’, as he be- 
came known, was obsessed with the 
automobile and at the age of 36 he 
declined promotion at the Edison plant 
to take up the position of Chief 


Engineer with the Detroit Automobile 
Company of which he was a partner. Its 
first prototype — a delivery wagon — 
was ready in January 1900. 

In England at the turn of the century 
there were few motor cars and for the 
most part they were either German or 
French. Royce must have looked at 
these with interest and as a successful 
manufacturer of electrical equipment it 
is surprising to me that he did not 
attempt to build an electric car. Instead 
he bought a used two-cylinder 
Decauville and soon became aware of 
its numerous shortcomings. For a 
while he tinkered with it until finally he 
was so distressed by it that he decided 
to build a car of his own. He, like Ford, 
became obsessed and often worked 
through the night. The engine and 
chassis were very similar to the 
Decauville. There was no inventiveness 
in what he did — just technical 
improvements, better materials and 
quality workmanship. Royce’s 10 h.p. 
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twin made its first run on April Ist, 
1904. By comparison it was quiet and 
reliable. With its success Royce was 
into the motor car business. 

Royce entered his first 10 h.p. car in 
the Automobile Club Sideslip Trials in 
April 1904 and it performed faultlessly, 
attracting the admiration of Massac 
Buist, a motoring correspondent and 
friend of Hon. C.S. Rolls. Sub- 
sequently Henry Edmunds introduced 
Rolls and Royce and by December the 
name Rolls-Royce was established and 
a range of cars from a two-cylinder 10 
h.p. to a six-cylinder 30 h.p. were on 
display at the Paris Salon. Rolls, and 
other drivers, enjoyed a considerable 
degree of success in the following years 
with Rolls-Royce cars in a variety of 
trials and endurance runs, which 
obviously helped promotion of the 
marque. 

Both Ford and Royce recognised the 
value of competing in races and relia- 
bility trials as a means of establishing 
their products in the market-place. 
Ford entered his first race in October 
1901 and came second, mainly be- 
cause so many other participants 
withdrew. Two years later his new racer 
‘999’ won a major race in the hands of 
Barney Oldfield, a champion cyclist 
Ford taught to drive overnight, because 
his wife Clara refused to let him com- 
pete himself. A few weeks later Ford in 
a twin to ‘999" set a world speed record 
of 60 mph. These successes attracted 
financial support from Alexander Mal- 
colmson which enabled Ford to estab- 
lish the Ford Motor Company with 
himself very much in control. He quick- 
ly ordered 650 two-cylinder 8 h.p. 
engines and transmissions from a local 
manufacturing firm, Dodge Bros., and 
soon after the Ford Model A appeared 
and sold quickly. About the same time 
as Rolls-Royce were receiving good 
publicity following endurance trials 
such as the 874 mile Lands End to 
John O’Groats Run, two Ford cars 
successfully completed the 4,100 mile 
Trans-America Race. 

Whilst Royce was keen to develop a 
six-cylinder engine because of the 
smoothness of its power strokes, the 
first few were plagued with crankshaft 
failure. Royce persisted and quite by 
accident discovered the ‘slipper 
flywheel’ which eradicated torsional 
vibrations common in such engines. 
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Fi lywheel, 


The Ford Mode! T magneto, built into the flywheel, and the ingenious planetary transmission. 


Rolls-Royce exhibited a 30 h.p. six- 
cylinder Rolls-Royce at the New York 
Automobile Show in December 1906. 
Amongst the cars on the Ford stand 
was a luxury Model K — a six-cylinder 
Ford which Henry had been obliged to 
build to satisfy the wishes of his 
partners. It was the only one he ever 
built. Later he is reputed to have said, 
“A car should have no more cylinders 
than a cow has teats”. Charles Rolls 
attended this Show and it is not known 
whether he and Ford met. Ford would 
certainly have been aware that Rolls 
was there since he was the winner of 
the Under-25 h.p. Class race in a Rolls- 
Royce 20 h.p. The car was sold to 
Captain Hutton who set a world land 
speed record for an under-60 h.p. car 
over a five mile course at Ormond 
Beach in the following year. 

The two Henrys did agree on one 
thing — or at least separately came to 
the same conclusion at about the 
same time — and that was to abandon 
the multiplicity of models and con- 
centrate on one model only. Royce dis- 
continued the 10, 15, 20 and 30 h.p. 
models, and the two V-8 models, and 
settled on the newly designed 40/50 
h.p. model which of course later be- 
came known as the Silver Ghost. Ford, 
having utilised all the letters of the 
alphabet from A to S, settled on his 
latest creation, the Model T. The Silver 
Ghost remained in production from 
1907 until 1926 during which 7,876 


were made (1,703 of those in Spring- 
field, Massachusetts, U.S.A.). The 
Model T began in 1908 and continued 
until 1927, by which time over 15 mil- 
lion had been produced. This fact alone 
prompts the question, “which car was 
the more successful?”. 

Martin Bennett, Editor of 
PRAECLARUM, suggests that if there is 
any similarity between a Rolls-Royce 
and T Model Ford it is limited to the 
shape of their radiator top tanks. There 
were certainly many striking differen- 
ces. One was complicated, the other 
simple. Rolls-Royces were heavy, Fords 
were light. The Ford chassis consisted 
of two pressed steel channel sections 
which, unlike the heavily cross-braced 
Silver Ghost chassis, had only two 
cross members — one at the front and 
one at the rear for the transverse 
springs. The engine boasted a three 
point mounting and the body had six 
bolts holding it to the flexible chassis. 

It is of interest that Henry Ford once 
owned a Rolls-Royce. I have seen no 
evidence that Royce owned a Ford. 
Fasal and Goodman in The Edwardian 
Rolls-Royce record that a Silver Ghost, 
Chassis 1972, with Lookers Ltd of 
Manchester torpedo tourer coachwork, 
was sold to the Ford Motor Company 
(England) Ltd in 1912 and that it later 
passed to Henry Ford of Detroit, U.S.A. 
Collier and Horowitz in their book The 
Fords — An American Epic, describe 
how Henry, his wife Clara and son 
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The Ford Model T chassis, less front axle. Note the absence 
of intermediate crossmembers to brace the chassis rails. 


Edsel went to England in 1912 where 
Henry had discussions with Sir 
Percival Perry about forming an 
English company. Presumably the 
Rolls-Royce was bought after the 
English subsidiary was established 
and it was shipped to the United States 
later. Whilst in England on this 
occasion the Fords also visited Ireland 
where they saw Henry’s father’s 
birthplace. It was described as “a crum- 
bling structure with a caved in roof and 
two barren rooms”. Henry had a very 
humble Irish ancestry. 

The English subsidiary prospered 
and became the avenue through which 
Ford established his various European 
subsidiaries. In England they had 
plants at Dagenham, near London, and 
Trafford Park, near Manchester (in the 
vicinity of the Royce Ltd factory). The 
Trafford Park factory was an integrated 
facility where the raw materials, such 
as coal and iron ore, came in at one end 
and completed motor cars drove out 
the other. 

During World War I both Rolls- 
Royce and Ford redirected their 
energies to the war effort. Many Silver 
Ghosts were converted and saw service 
as Staff cars, Ambulances and Light 


Frame Side Member 


Body Supports 


ear Radius Rods 


fast and reliable. Model T 
Fords were also used on the 
battlefields of Europe. They 
proved as durable in the 
rough slushy conditions in 
Europe as they had on the 
farms in U.S.A. 

Both Henrys were among 
the first to utilise alloys and 
the spindly-looking axles, 
springs, crankshafts and 
connecting rods on T Models 
owed their incredible 
strength to vanadium steels 
which Ford pioneered. 
Royce was also alert to the 
benefits of alloying, par- 
ticularly in the case of 
aluminium and he led the 
world in the use of 
Wheel Drive | aluminium alloys in aircraft 
et engines. By 1946 Rolls- 
Royce Ltd held over sixty- 
five patents for such alloys, 
many of which were being 
made under licence around 
the world. 

By the mid ’20s the T 
Model was obsolete and rapidly losing 
market share to Chevrolet and Dodge. 
Henry was reluctant to change and it 
was his stubbornness that nearly 
brought the company down. (Henry 
had complete control of the company 
since 1912 when he had bought out the 
minority shareholders. In 1926 he was 
the richest man in U.S.A.) Finally, 
when sales halved, he gave in and 
threw all his energy into designing a 
new, more conventional car. Like 
Royce, Ford worked remotely from the 
Plant during this period with a number 
of capable draughtsmen, notably 
Lawrence Sheldrick, who had been in- 
volved with a doomed X-8 engine Henry 
once built. The Ford plant was closed 
down, re-equipped and within eight 
months the new Model A was released 
with great fanfare and Ford's 
popularity recovered. At least when the 
T Model was abandoned it was replaced 
by a completely new model. The suc- 
cessor to the Silver Ghost — the New 
Phantom — essentially comprised a 
new overhead valve engine in the old 
chassis. 

The engineering philosophies and 
practices of the two Henrys were 
markedly different, even though the 
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marketing departments of each of the 
companies would have you believe that 
their products were designed by 
capable engineers, made from the best 
materials, and fashioned to the most 
exacting standards to provide years of 
reliable, economical, comfortable 
motoring. In reality their cars were at 
opposite ends of the scale. A Ford was 
cheap to buy, economical to operate 
but unreliable, noisy, poorly made, 
frustrating to drive, rough to ride in and 
extremely common. A Rolls-Royce on 
the other hand was expensive, costly to 
maintain but reliable, silent, well 
made, easy to drive, smooth to ride in 
and rare. In terms of their relative lon- 
gevity I would guess that whilst there 
may be tens of thousands of T Models 
surviving in collectors’ hands the sur- 
vival rate of Silver Ghosts would be 
significantly higher. 

Next time you see a T Model compare 
its rugged simplicity. The two halves of 
the differential housing on a T are held 
together by seven bolts. On a Ghost 
there are twenty. Each axle housing is 
attached to the differential housing by 
twelve rivets on a Ford. On a Ghost 
there are twenty-four bolts. The Ford 
has no water pump, no oil pump, no 
petrol pump, no starter motor, no belt- 
or gear-driven generator or magneto, 
no governor, no gear-change lever, no 
shock absorbers, no speedometer — 
there’s practically nothing to go wrong! 

Henry’s T Model had far more 
original features than any Royce 
product. Victor Page in his comprehen- 
sive 1918 manual The Model T Ford 
Car, mentions the “very ingenious and 
practical dynamo ... being used on the 
Ford car only”. The coils are stationary 
and the sixteen V-shaped permanent 
magnets attached to the flywheel not 
only provided the magnetic field but 
also contributed to the weight of the 
flywheel and acted as an oil ‘pump’ by 
lifting oil from the common en- 
gine/gearbox sump and tossing it into 
a funnel from which it drained to the 
timing gears at the front of the engine. 
Another unique feature was the pedal- 
operated system of planetary gears for 
‘low’ and reverse. Modern automatic 
transmissions are based on the same 
technology. Royce tended to adopt 
other makers’ ideas and improve on 
them, such as with the servo brake 
system built under licence from 
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Hispano Suiza. 

Whilst Rolls-Royce enjoyed a 
reputation for silence and reliability, T 
Models were characteristically noisy 
and far less reliable. They were called 
the ‘Tin Lizzie’ because they were tiny. 
Parts frequently worked loose and fell 
off due to excessive vibration. The mag- 
netos were troublesome and the trans- 
mission bands wore rapidly, especially 
when drivers resorted to pressing the 
reverse pedal when the foot-brake 
proved ineffective. It was not un- 
common to see early Model T Fords 
reversing up steep hills because the 
gravity feed petrol tank was lower than 
the carburettor when going forward. 
The many jokes and cartoons about 
Fords were based on their numerous 
shortcomings. For example: “What 
does the Model T use for shock absor- 
bers? Answer: The passengers”. 

Rolls-Royce on the other hand 
gained an enviable reputation for 
quality and the name came into general 
usage to define a whole range products 
intimating that they were the best that 
money could buy. Rolls-Royce have 
recently endeavoured to put an end to 
that practice. Some commentators say 
it was not the Company that made the 
claim that the Rolls-Royce was The 
Best Car in the World, but a motoring 
journalist when describing his impres- 
sions of the 40/50 h.p. model soon 
after its release. Nevertheless, the 
Company has since repeatedly made 
use of the famous slogan in its advert- 
ising. 

Intentionally avoiding the six- 
cylinder engine, Ford’s next great 
advance was to popularise the V-8, and 
is frequently but wrongly credited with 
having invented that engine configur- 
ation. This had none of the sophist- 
ication of Royce's ‘Legalimit’ V-8 engine 
of 30 years before. It did, however, 
power the car that restored Ford to first 
place in the world market. 

Both Ford and Royce bought into 
competitor companies, but for quite 
different reasons. Ford acquired 
Lincoln in 1922 to satisfy his son 
Edsel’s desire to become involved with 
the luxury car market. Rolls-Royce 
bought Bentley Motors in 1931 from 
the Receiver partly to eliminate a 
serious challenge to its own supremacy 
— the Bentley 8-Litre. 

Both Henrys became involved in 
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aircraft engine design and 
manufacture — Royce 
during World War I when in 
a prompt response to the 
nation’s need he designed 
the V-12 ‘Eagle’ engine and 
had it on test in less than six 
months. Edsel Ford became 
interested in flying during 
the 1920s especially after he 
flew with Charles Lindbergh 
in the Spirit of St Louis. Their 
most famous aircraft was a 
Ford Trimotor, one of which 
was the first aircraft to fly 
over the South Pole. Henry 
Ford even investigated the 
practicability of using a T 
Model engine in an aircraft 
in the hope achieving in the 
air what he had on the road. 
When this proved a failure 
Henry ordered Edsel to 
withdraw from the aircraft 
business. 

The two Henrys were 
honoured by different 
nations for quite different 
things. Royce was created 
Baronet of Seaton in Rut- 
landshire in June 1930 for 
his important work on aero 
engine development and the 
successful winning of the 
Schnieder Trophy for Great 
Britain in 1929. Ford, on the 
other hand, received no offi- 
cial recognition in the 
country of his birth but from 
a foreign country. He was 
well known for his anti- 
British sentiments and for 
his admiration for the thrifty 
and technologically adept 
Germans. On his 75th birth- 
day Ford was awarded the highest 
honour which Germany bestows on a 
non-national, the Supreme Order of 
the German Eagle in recognition of his 
contribution to mass production. That 
was a year before the Second World 
War began. In addition to being anti- 
British, Ford was anti-Jewish. 

During World War II, when Britain 
was desperate for more fighter aircraft, 
Prime Minister Winston Churchill 
asked the U.S. president, Franklin D. 
Roosevelt, for assistance in manu- 
facturing Rolls-Royce ‘Merlin’ engines. 
Roosevelt contacted Edsel Ford, who 
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The Rolls-Royce Silver Ghost chassis is the very antithesis 
of the light and simple Ford Model T opposite. Note par- 
ticularly the massive tubular crossmembers. 


was then President of Ford Motor Com- 
pany, and Edsel agreed to make the 
engines to Rolls-Royce specifications. 
The Ford company began immediately 
to set up a production facility when 
along came Henry to enquire what was 
taking place. When he was told, he flew 
into a rage declaring how he hated the 
British in general and Churchill in par- 
ticular and that the Ford Motor Com- 
pany would not be a party to it. When 
told the President had promised to help 
Churchill, Henry declared that that 
was the President’s problem. An em- 
barrassed Edsel reported back to the 
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Above left: the Ford Mode! T planetary transmission showing the clutch, 
reverse and brake pedals. The clutch pedal also engaged low gear. 


Government and Packard took over the 
contract. I wonder how Henry reacted 
when he learned that Ford in England 
were compelled by Churchill's wartime 
government to make Rolls-Royce Mer- 
lin engines at its Trafford Park Works! 

Both Royce and Ford were said to be 
very capable tradesmen — indeed 
Royce described himself as a 
‘mechanic’. Massac Buist, the noted 
motoring correspondent in his book 
Rolls-Royce Memories, describes how, 
“With his own hands Mr Royce can do 
anything on any machine that any 
employee in the Works today can 
undertake”. When he found an inferior 
casting, Royce is said to have asked for 
a sledge-hammer with which he 
smashed the faulty work. Ford, who 
was also a skilled tradesman, had an 
equally quick response on spying a 
faulty workmanship. Once when visit- 
ing the pattern shop he espied some 
faulty work. He invited the pattern- 
maker to pick one of the offending 
pieces. He then took the other, and 
challenging the workman to throwing 
competition, out the nearby window 
went the inferior pieces! 

The two Henrys were both tall and 
energetic. They were workaholics. 
Over-work undoubtedly contributed to 
Royce's deterioration in health. In 
Ford's case he is more likely to have 
contributed to other peoples’ ill-health 
the way he treated them, especially his 
son Edsel who suffered dreadfully from 
stomach ulcers and died prematurely 
at the age of 49 never to succeed to the 


Magneto Contact 
Transmission Cover 


\ | se Driving Plate Screw 


3324 


Reverse Pedal Shaft 
Transmission Band Spring 
Reverse Adjusting Nut 
Slow Speed Shaft 
Slow Speed Adjusting Nut 
Slow Speed Adjusting Screw 


Brake Adjusting Nut 


K}{— Brake Pedal Shaft 


a= ‘Rriving Plate Screw 
Lock Wire 


Clutch Finger 

Clutch Finger Adjusting 
Screw 

Clutch Release Fork 


position he aspired to. Henry was 
devastated by the loss and since there 
was no succession plan he returned to 
take over the running of the day-to-day 
affairs of the company, with disastrous 
results. Henry worked through a few 
old cronies, who so frustrated the few 
capable managers that remained that 
many of them resigned. Henry Ford II 
took years to establish his authority 
within the company. There was no 
such trouble at Rolls-Royce where 
there was a much less autocratic 
management. 

As a matter of interest Henry Ford’s 
grandson, Henry Ford II, did not share 
his namesake's dislike of the English. 
He and his second wife Cristina had 
lunch with Queen Elizabeth II and Lord 
Mountbatten at Windsor Castle and he 
later bought a house in Henley-on- 
Thames. It was Henry II who, in 1948, 
visited war-tom Europe and tried to 
buy 51% of Volkswagen. If he had been 
successful, and other things being 
equal, can you imagine the reaction of 
some Rolls-Royce enthusiasts to the 
current ownership question if faced 
with a Ford-Volkswagen-BMW-Rolls- 
Royce structure? 

Both our heroes are reputed to have 
had extramarital relations. Henry Ford 
is said to have had a love affair with 
Evangeline Dahlinger. She bore a son, 
John, in whom Henry took a great 
interest and generously provided for 
during his lifetime. Royce, who had 
initially been very devoted to Minnie, 
tended to drift apart from her, par- 


The Rolls-Royce Silver Ghost transmission was by contrast relatively 
conventional though massively built. The conventional clutch, brake 
and accelerator pedals are partially hidden by the trembler coil box at 
top left. The chauffeur is oiling the clutch mechanism. (From the 1909 
40/50 h.p. Handbook.) 
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ticularly following his major operation 
— a colostomy — after which he be- 
came increasingly dependant upon his 
nurse, Ethel Aubin. Donald Bastow in 
Henry Royce — mechanic, remarked 
that there were “indications of a close 
physical relationship” between her and 
Royce and indeed she was amply 
provided for in his Will. 

Royce died on April 22nd, 1933 aged 
70, was cremated and his ashes placed 
beneath a bronze bust at the Nightin- 
gale Road factory (later transferred to 
Alwalton Church, near his birthplace). 
At the time of his death he was working 
on the design of the Merlin aero engine. 
Ford also died in April, but in 1947, by 
which time he had become even more 
erratic and eccentric. Over 100,000 
people passed by his coffin as it lay in 
state in the Henry Ford Museum at 
Dearborn near where he was buried. 
For a man who once declared, “History 
is bunk”, it may surprise some that 
Henry Ford went on to establish one of 
the world’s outstanding museums at 
Greenfield Village, Dearborn. 

There is obviously a great deal more 
that could be written in this Tale of Two 
Henrys. It would be inappropriate for 
me, in this journal, to suggest which of 
the two left the greatest legacy to the 
motoring world. Perhaps the solution 
for an enthusiast with such a dilemma 
would be to have one of each make in 
his garage as a tribute to the two 
Henrys who, I believe, have both made 
very significant contributions to world 
transportation. ye 
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The Author's 1924 Springfield Silver Ghost (S64LK) at the start of the Rally 
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in Beaune, Central France. 
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XlJE Monte Carlo Rallye 


By John Matheson (N.S.W.) 


After the rigours of the Peking to 
Paris Motor Challenge Jeanne and I 
decided that our next international car 
rally would be an altogether more gen- 
teel event. We did not want to repeat 
the difficulties of the Motor Challenge 
with its, at times, aggressive spec- 
tators, car crashes and deaths 
amongst the participants and even a 
pedestrian. It was suggested to us en 
route to Paris that we may be interested 
in doing the Monte Carlo Rallye des 
Voitures Anciennes. This is a biennial 
event which was set up some 24 years 
ago to run in parallel with the more 
challenging and competitive traditional 
Monte Carlo Rally. It is organised for 
cars built prior to 1945. This is strictly 
an invitation event. Etienne Veen, John 
Stuttard and Lord Montagu (Peking to 
Paris Raiders) assured us that with the 
right car we would have no trouble 
getting an invitation and indeed that 
proved to be the case. We were invited 
to go on this run with our Springfield 
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Silver Ghost S64LK. 

The Rally aims to get a collection of 
the most elegant pre-War cars that it 
can find to organise a tour ending in 
Monaco. This particular run was to 
start in Beaune in Central France. We 
knew we would meet old friends. There 
were four crews who were veterans of 
the Peking to Paris Motor Challenge. 

John Stuttard had passed over his 
Rolls-Royce 20/25, nicknamed the 
‘Pink Panther’, in favour of his 1931 
Phantom II Continental (50GX), a 
Barker touring saloon, which had been 
a winner at Althorp four years earlier. 
Etienne & Lidy Veen came in a 1939 
Mercedes Benz 540K Special Roadster. 
Rolf Meyer came in his Horch which 
had been re-bodied as an Auburn-style 
open roadster. 

There was no doubt that the tone of 
the Rally was directed towards the 
rather elegant sweeping lines of the 
‘30s roadsters and most of the cars 
entered were capable of quite high 
speeds. Tim Scott's 1912 Silver Ghost 
was the oldest car on the run. 4% Litre 
Derby Bentleys featured strongly as did 


a couple of W.O. Bentleys in addition 
to Opals, Delahayes, Lagondas, 
Hispano-Suiza, Alfa Romeos, Sun- 
beams and finally, but not least, were 
Club members Peter & Robin Briggs in 
their 1930 Invicta roadster. They had 
won the previous Monte Carlo run in 
the same car and were to win the com- 
petitive section of this one again. 


Preparation 


The Silver Ghost did not take much 
preparing. It was already well set up for 
its previous run in Tasmania. We 
changed the oils and put in a new 
regulator as the old one appeared to be 
over-charging — a simple act that was 
to cause us a lot of trouble. Shipping 
was arranged through Fox Forwarding 
who did an efficient and flawless han- 
dling of this car at prices that were 
more than competitive compared to 
other freight forwarders. The car was 
well secured in the container and put 
on the ship early to make sure it was 
deep in the hold and amidships so it 
would receive the least battering. It 
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David Colvin (U.K.) with 1931 Phantom Ii Continental (50GX), Barker touring saloon, owned by 
John Stuttard (U.K.) on the left of the picture, with S64LK on a French rural road. 


came through the journey both ways 
without any damage whatsoever. We 
shipped the car to Rotterdam where 
Etienne Veen was to have the car pick- 
ed up and placed in his garage in 
Culemborg. We flew in a week early to 
meet Etienne and to prepare the car. 
Fortunately there was nothing to do. 
Customs at the European end went 
very smoothly. Etienne has his own 
private semi-trailer which is a closed 
vehicle. He loaded the Silver Ghost and 
his Mercedes Benz into the semi-trailer 
and despatched it to Beaune. He lent 
us his V-12 Daimler and we headed 
down through France. 

The Rally itself was to commence on 
September 12th, 1998. We took the 


cars out of the semi-trailer and loaded 
the modern cars to dispatch them to 
Monte Carlo. Beaune is a delightful 
walled city with most of the walls still 
intact. We stayed in the very old Hotel 
Le Cep in the centre of the walled city 
just opposite the house where the 
Chevrolet brothers were born. 

We were briefed on the conditions of 
the competitive part of the Rally. There 
was to be fairly exacting navigation and 
necessity to make time controls but all 
at a very leisurely pace. There would be 
some secret time controls in the middle 
of stages to check on navigation and 
times. In addition to this there were to 
be regularity stages where one had to 
maintain a fixed speed over an indeter- 


An idyllic stop in rural France with 1912 Silver Ghost (1948) owned by Tim Scott (U.K.) in the 


foreground, S641 K behind 
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minate distance. Quite a challenge in 
old cars without electronics and 
modern speedometers. Some of the 
more competitive members had Haldas 
fitted to their cars but we had nothing, 
running with a speedometer showing in 
miles and instructions in kilometres. 
We were to remain in Beaune for three 
days. There would be a hub tour out of 
Beaune before commencing a leisurely 
tour down through Rhone Valley to 
Provence and then into Monaco. 

The food and wine had begun flow- 
ing at this stage and I resolved to write 
a gastronomic and oenological critique 
of the Monte Carlo Rally. Eating at 
Michelin three star restaurants twice a 
day became compulsory. 

Friday September 11th saw us at a 
welcoming ceremony at La Place de la 
Halle in Beaune and a cocktail party in 
De Caves de Patriache. These are huge 
underground cellars which can hold 
somewhere in the order of 5 million 
bottles of wine. We were just south of 
the Champagne district and into the 
Beaujolais area and I found the red 
wines to be somewhat light and not to 
my taste although the white wines were 
delicious. In general the further south 
we went in France the quality of the red 
wines improved. After we had tasted 
some 19 wines at Patriache cellars we 
then sat down to a meal in the cellars 
starring a Mille Feuille de Saumonau 
Beurre blanc. We ended the meal with 
local cheeses, glace nougat and coffee. 
During the meal we had a Pommard Ist 
Cru 1994, a Kriter Brut Prestige 1995 
and a Beaune Ist Cru 1994. 

Saturday September 12th saw the 
start of the competitive section of the 
Rally and we headed out of Beaune in 
the direction of St Pere/Vezelay. The 
first stop was to be lunch at the famous 
Marc Meneau restaurant which is a 
three star Michelin restaurant. The 
usual collection of red and white wines 
as well as champagne were presented 
to us and a delicious meal starting off 
with crayfish filled with slices of truf- 
fles. 

The afternoon saw us heading out to 
the country lanes of France to ap- 
proach our first regularity stage. The 
country was hilly and the roads were 
one lane roads without shoulders and 
surrounded by hedgerows. The 
weather was beautiful and clear and I 
am sure post-prandial sleepiness was 
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affecting us all. As we were one of the 
first cars away in the running order, 
and the slowest car on the Rally, we 
became used to being overtaken al- 
though there were times it was difficult 
to move over in these narrow laneways. 
An American couple charged past us in 
a newly restored 1930 Hispano-Suiza. 
This was a short wheelbase open car. 
Shortly after we came around a comer 
to find one of the locals waving us 
down. We got out of the car and they 
said there was a crash around the 
corner. We ran down to the corner to 
find the two Americans lying on the 
road and the Hispano-Suiza sticking 
out of the hedgerow. They had come 
round a sharp corner which dropped 
suddenly to the left. They got their 
offside front wheel off the tar where 
there were no shoulders to the side of 
the road. He managed to pull the front 
of the car back onto the road but this 
caused the car to barrel roll down the 
road. He was saved by the steering 
wheel but had a crushed right arm. 
Sally had speared head-first into the 
tarmac. When I got to her she was still 
breathing but deeply unconscious. It 
was clear that she had sustained a 
severe head injury with a fracture base 
of the skull and was bleeding out 
through her nose and her mouth. I put 
her in the coma position and kept her 
airways clear as best I could. I left 
others to attend to her husband. Some- 
body turned up with a mobile phone 
but the backwoods of France are not 
better than the backwoods of Australia. 
The cellular phone was out of range of 
a repeater station and could not be 
used. 

Somebody drove back to the local 
village to summon help. This led to a 
rather eerie response. A siren was let 
off in the local village and one could 
hear it wailing in the background. This 
summoned the peasants out of the 
fields who came to man the rescue 
vehicle. Some time later the local res- 
cue vehicle turned up with its volun- 
teers on board to survey the situation. 
Realising they could do little, they 
returned to the village presumably to 
call an ambulance. It was not until 45 
minutes later that an ambulance final- 
ly turned up but it had no resuscitation 
equipment. They said they were waiting 
for the doctor. Eventually a young doc- 
tor turned up with some resuscitation 
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S64LK at a Rally time-check point. 


equipment and Sally was eventually 
intubated and a drip put in. The French 
crew worked efficiently and with the 
studied indifference which is necessary 
to survive such work. She was then 
despatched in the ambulance to Dijon 
but died in transit despite vigorous 
resuscitation attempts. 

On the way back from the crash site 
we had as a passenger Pascal Maillard, 
the owner of the restaurant we were 
due to dine in the next day. He 
wondered if we should not call off the 
event. The organisers decided, and I 
think correctly, that the event should 
continue. That evening we gathered at 
La Chambre du Rois des Hospices de 
Beaune. The next day’s Rally trip was 
cancelled in memory of Sally. 

That day we lunched at Pascal's res- 
taurant, Domaine Maillard Pere & Fils. 
He cheered us up by plying us with his 
special stocks of Corton-Denards 
‘Grand Cru’ 1978. They had been 
sealed with bees-wax to stop them 
developing any further. 

The first day was also the commen- 
cement of our mechanical problems. 
By the time the morning's run was over 
it became obvious that we were down 
in power and examination of the engine 
revealed that the coil was not working 
and indeed all the electrical system had 
failed including the starter motor. We 
were left to run on the magneto and 
crank handle which we did for the rest 
of the trip. Being a Springfield car with 
a6 volt system we could not get spares. 
Eventually a 6 volt coil was sourced for 


us out of Germany but this did not 
arrive until just before the Rally 
finished. We could have fitted it but we 
were not sure it would solve the prob- 
lem. 

There were only three occasions in 
which I had to push start the car when 
it was a bit cold in the morning and the 
oil too thick to allow me to crank the 
engine. Otherwise it started beautifully 
on just one or two pulls of the crank 
handle and our starting became quite 
a feature of the Rally. 

Had I known better the starter motor 
could have been reactivated by simply 
tapping in the solenoid. 

Monday September 14th saw us 
head out again on the Rally, this time 
in the direction of Vichy. We were to 
have lunch at the Chateau de Pice, 
famous for its wine and good food. We 
eventually arrived in Vichy after the 
first of the regularity stage and to dine 
at the Hotel des Celestins that evening. 
We worked out a way on the first day 
of managing the regularity stages. In 
front of us was a 1936 Maybach 
limousine with two very accomplished 
and obsessional Germans crewing it. 
They had a Halda speedometer and had 
done all their calculations. We just 
crept through the side roads of France 
keeping them just within sight so we 
would be about a minute or so behind 
them. In this way we managed to ac- 
tually score quite good times in the 
regularity stages especially on the first 
day when they were a minute late and 
we were a minute behind them making 


Monte Carlo: Derby Bentleys and HRH Princess Stephanie. 


us arrive almost exactly on time. The 
system worked quite well throughout 
the Rally except on one day when the 
Maybach stopped on the road right in 
front of us. We were about to stop too 
when we realised it was a nature call 
and it would be a bit embarrassing and 
we had to overtake them. We then 
drove very slowly so they could over- 
take us again hoping in the meantime 
that we would not arrive at the secret 
time stop. 

Tuesday saw us heading out of 
Vichy for a stop at Valence that eve- 
ning. En route we were to lunch at the 
Casino des St Glamir ending at Chez 
Pic a Valence. 

Wednesday saw us lunch at 
Sisteron which is beautiful old town in 
Central France and well worth a visit. 
That evening we were to stay at Hostel- 
lerie du Vallon Valruges in St Remy de 
Provence. By now the wines had got 
better but we were learning not to drink 
and the company had generally 
cheered up. On the way to St Remy we 
had some problems with overheating. I 
thought that this was probably due to 
a blocked radiator but flushing the 
radiator made little difference. It then 
became apparent that in climbing the 
hills in southern France the problem 
was really airflow across the radiator. 
The shutters on the Rolls-Royce are 
held open but the headlights, which are 
American in style, coupled with the 
Rally plate, obstructed air flow to the 
radiator. All of this was pushing airflow 
away from the radiator. Removing the 
Rally plates and taking the shutters off 
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leaving the car with an open radiator 
completely cured the problem. Once we 
realised that this was the solution we 
had no more problems. In the mean- 
time this had caused us to miss a time 
control and that put us well out of 
contention as far as the competitive 
part of the Rally was concerned. 

At that stage, much to everybody’s 
surprise, Tim Scott’s 1912 Silver Ghost 
was leading in a Competitive Section. 
Tim was navigating and his young 
daughter Samantha doing much of the 
driving. She handled that Edwardian 
Ghost very well. He had managed to get 
into the lead despite simply guessing 
timing. Their car being a light bodied 
roadster was relatively competitive in 
terms of speed whereas we were strug- 
gling at times to keep up. Peter & Robin 
Briggs in the Invicta were well up with 
the leaders but appeared to be out of 
contention. 

Thursday saw us heading into 
Monaco. This was the first piece of 
freeway motoring that we experienced 
on the trip in the Silver Ghost and the 
times were simply too fast for us. 
Despite this we only lost one minute 
going into Monaco. I recall saying to 
Jeanne as we went through some of the 
tunnels down into Monaco that if the 
traffic was held up at the end of the 
tunnel there was no way I could stop 
the car in time. With only two wheel 
brakes and large Euro-freighters bar- 
relling past us at far higher speeds than 
we could maintain, it was not much 
fun. The final run into Monte Carlo 
itself was in Police escort and we were 
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taken to a parking area in front of the 
Casino overlooking the Mediterranean. 
We were then shown to our rooms in 
the Hotel de Paris. Our room was a 
small number with a suite that was 
larger than many people's homes, look- 
ing out across the Mediterranean. We 
were here for three days during the 
Denouement. 

On the very last run into Monaco, 
Tim Scott misjudged the Regularity 
Section and on top of that took a wrong 
turn on the freeway, a fairly unforgiving 
event on those European roads. He 
ended up in Italy! This allowed Peter & 
Robin Briggs to sneak past them and 
to take first place in the Competitive 
Section of the Rally. 

Second place was to go to Orvar & 
Margaret Olsson who had a 41% Litre 
Bentley Vanden Plas tourer. They were 
unique participants in that they had 
been on every Monte Carlo Voitures 
Anciennes run since its inception. That 
night we were to dine in the Café de 
Paris just opposite the Hotel and the 
Casino. Very good food but indifferent 
surroundings. It was very much the 
heart of the tourist industry. We be- 
came fascinated by the sight of bus- 
loads of tourists standing in the square 
outside the Casino and the Hotel de 
Paris where they would merely stare at 
the people wandering in and out of the 
buildings, get back on their bus and 
depart, only to be replaced by another 
crowd. This never ending stream of 
gawkers never seemed to do anything 
or go into the Casino. I think somebody 
mistook me for Sean Connery as I went 
into the Hotel de Paris but I am not 
certain! 

Friday saw the Condition and Res- 
toration Contest on the Casino ter- 
races. We were very pleased to see that 
we received second prize in the 
Originality Section to be just pipped at 
the post by a beautiful Hispano-Suiza 
that had come straight out of a 
museum and was another low mileage, 
underdriven car. 

That evening the Concours 
d'Elegance was held. Princess 
Stephanie de Monaco was the Presi- 
dent of the jury. We were all expected 
to be dressed in period costume. The 
finalists were then to drive round the 
square outside the Hotel de Paris for a 
final judging. There were five finalists 
and much to my surprise we were one 
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of them. The five cars drove round in 
circles and two cars were flagged into 
park, leaving three of us as the 
finalists. First prize went to the Meyers 
in their Horch roadster. This was cer- 
tainly a very sporty-looking car and 
absolutely superbly rebuilt, but to me 
it was out of period and would not have 
been my choice. The Veens in their 
Mercedes Cabriolet came second and 
this was certainly a very popular 
choice. It was in faultless condition and 
looked like it had come out of a 
showroom. It also fitted the genre of the 
Monte Carlo Voitures Anciennes Rallye 
being a sportscar of the '30s era. We 
came third. Something that I did not 
expect but I think the car thoroughly 
deserved it. That night we dined at the 
Hotel Hermitage having another 
elegant meal, quaffed down with plenty 
of champagne, white and red wine. This 
was set in the Salle Belle Epoque, one 
of the finest restaurant rooms in the 
world. 

Saturday was to be the last day. The 
cars all proceeded in convoy to the 
Palace where the vehicles were as- 
sembled and inspected by Prince Albert 
who, after the inspection, gave out the 
prizes to the cars. We drove back to the 
Casino to park the cars again and that 
evening had a meal at the Monte Carlo 
Sporting Club. This was rather a glitzy 
restaurant which would have gone well 
in Star City. We were played in by a 
41-piece string orchestra and then we 
walked across the stage to sit down at 
our table. The only alcohol available 
was the best Champagne they could 
find, Le Pommery Brut Royal Opanage 
en Magnum. We were joined at this 
dinner by the Porsche Car Club which 
was celebrating its 50th birthday. At 
the end of the evening the roof of the 
restaurant opened and a fireworks dis- 
play was held on top of the restaurant. 
A fitting end to a delightful tour 
through the South of France. 


Finale 


Like all events finales, this was a bit 
of a let-down. The following day we duly 
put the Silver Ghost back into the semi- 
trailer and dispatched it to Rotterdam 
where it was to be shipped back to 
Sydney. We took the Daimler and 
toured through Germany and back into 
Holland and then departed for 
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The Concours d’Elegance in Monte Carlo. Jeanne Eve with S64LK. 


Australia. I was able to drive the Ghost 
into the container but when it arrived 
back in Sydney some of the exhaust 
valves had seized and unfortunately 
the car had to be trucked back to John 
Vawser's for repairs. However it was a 
minor problem. Not bad for valves that 
were put into the engine in 1923. 

Now the car is back I intend to con- 
vert it to a 12 volt system, negative to 
earth. I know this is the beginning of 
some distortion of its originality but 
there really is no choice if the car is to 


be kept in touring order. 

The next Monte Carlo Rallye will be 
the Millennium Rally in 2000 and will 
be a much bigger affair probably with 
about 100 cars, departing from several 
different sites. If we get another invit- 
ation to join this event it will be very 
hard to resist. A larger number of cars 
may make it a bit more impersonal but 
it is certainly a professionally organised 
and elegant event. > 


Photographs from the Author 


John Matheson & Jeanne Eve, 1920s style, Monte Carlo. 
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GLIMPSES into the PAST — 2 


Harry Fleck 


By Tom Clarke (U.K.) 


Rolls-Royce history has many ex- 
amples of Company personalities who 
ended their days outside Britain, 
usually in North America or Australia. 
We all know about the Derby engineers 
who served at the Springfield Works 
and stayed in the U.S. afterwards — 
Maurice Olley, for example, and many 
others whom Arthur Soutter records in 
his book such as Ernie Wooler, Royce’s 
first car apprentice. He came from 
Derby in 1913 and stayed on. He died 
in Florida in 1969. Harry Leach, who 
worked at Cooke Street in 1907 and for 
Rolls-Royce in Russia, ended up in 
California as a Rolls-Royce guru and 
died there in 1955. William Wingfield, 
taught to drive by C.S. Rolls himself, 
went to British Columbia where he died 
only fairly recently. And in Australia we 
have the former represenetatives B.A. 
Peat, Peter Birch, and Jack Vidler, as 
well as Ken Wright and Bill Calvert 
from the Aero Division, all of whom 
‘stayed on’ or returned from retirement. 


Below. Fleck’s war service medals. 


Fleck at the wheel of 191 1 Silver Ghost chassis 1540, a Morgan tourer, outside Bousquet Garage, 
Fue Montalor, Paris. He was about to drive the American author A. Lowes Dickinson and family 


around southern Europe in this car. 


Taking the theme a little further, 
other links can be made through family 
connections. Henry Edmunds (1853- 
1927) is famous for introducing 
Charles Rolls to Henry Royce, for his 
business connections with Royce’s 


partner Emest Claremont, and for his 
friendship with the inventor Thomas 
Edison. Edmunds’ second wife, Ellen 
Howard, came from Rhode Island, 
U.S.A., and it is there that Edmunds 
historic papers languished for 64 years 
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before being disinterred and saved. On 
a smaller scale I was delighted some 
years ago to see in California the pre- 
viously unknown papers of Harry Fleck 
(1883-1968). Fleck was a legendary 
Company demonstration driver, at 
home and abroad, whose life I wrote up 
in an article elsewhere in 1993-94. His 
son had emigrated to the U.S. in 1959 
and, fortunately for us, kept the papers 
safe. Harry Fleck’s brother Francis had 
been in Canada since before 1914 and 
another, John (1882-1956), emigrated 
to Australia around 1914. He became 
driver to the Maas family in Sydney 
(1913 Silver Ghost 2242) and was later 
a garage proprietor in Macquarie 
Street, Sydney. It is these distant con- 
nections that sometimes yield more 
pieces of Rolls-Royce history, as was 
the case with Harry Fleck. 

The papers and photographs 
revealed aspects of Fleck’s life that had 
eluded my earlier biographical piece. 
For example, after visiting Japan with 
the Royal Marines in 1901 Fleck tried 
to join the U.S. Marines. You certainly 
couldn't fault his enthusiasm for travel 
although he would have been a loss to 
Rolls-Royce history! Other lovely dis- 
coveries include all his driving licences: 
British, French, Spanish, Argentinian 
and Russian. In England he was be- 
coming a bit of a devil on the roads and 
his licences for the 1907-13 period con- 
tain page after page of court endorse- 
ments. The fines ran from £2 to £25, 
considerable sums, and one wonders 
whether he or Rolls-Royce was the 
loser. 

In the First World War Fleck served 
in ‘A’ Company, 10th Tank Battalion. 
His papers include a wonderful 
photograph of his tank being repaired, 
its tracks folded in front of it. He later 
noted his preference for the Weasel 
tank and its Riley engine. It was in this 
machine that on August 8-9th 1918 
that he displayed the gallantry which 
gained him the Distinguished Conduct 
Medal saving a comrade and continu- 
ing in action in his burning tank. What 
was not known, however, was that in 
August the Germans over-ran British 
lines and Fleck was captured. He sent 
a Red Cross notification card saying he 
was a prisoner at Friedrichsfeld bei 
Wesel where he became friendly with 
Frank Saunders who had been im- 
prisoned most of the War. In sub- 
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Right: ‘Enrique’ Fleck’s Argentine driving 
licence, 1925, when he was driving for the 
Prince of Wales. 


sequent communications he described 
how he was virtually the sole prisoner 
and that his treatment really was ex- 
emplary. It is still not clear whether 
Fleck later escaped or was released 
when the War ended in November. 
Saunders and Fleck remained friends 
to the end of their lives. 

Perhaps the most evocative 
reminder of Fleck was his personal 
mascot which will appeal greatly to 
collectors. This is a miniature Spirit of 
Ecstasy, about 3" tall, with an extended 
base mounted on the radiator cap of 
Fleck’s Rover car. When he left Rolls- 
Royce in 1947 he was presented with 
this mascot and official permission 
from the managing director, Emest 
Hives, to use it on any car he owned; a 
rather lovely tribute. Hives and Fleck 
had worked together at C.S. Rolls & Co. 
around 1903. $ 


Photographs from the Author 


Right: Fleck’s miniature Spirit of Ecstasy 
mascot used on his Rover from 1947. 


Below: Fleck’s 1907 driving licence with 
endorsements for offending whilst driving a 
30 h.p. and a Silver Ghost at Home Counties 
locations. Fines ran from £2 to £25, which 
were considerable sums. 
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The Silver Shadow Owners’ Self Help Group 


By George Shores (A.C.T.) 


Some time ago a few keen Silver 
Shadow owners in the A.C.T. Branch 
got together and started doing as much 
of the preventative and basic corrective 
maintenance as possible on their cars. 
Armed with some tools, Workshop 
Manuals and a genuine interest in the 
mechanical workings of their cars, they 
set out to learn how to keep them at 
their best. They have come far. Basic 
jobs such as oil and filter changes, 
spark plugs and timing adjustments 
gradually progressed to relatively com- 
plex servicing and repair of complete 
assemblies. 

A look into the rear view mirror 
reveals an interesting smorgasbord of 
achievements in the past 12 months or 
so. Tasks successfully undertaken by 
this group include: 


Suspension 


Springs and shock absorbers (front 
and rear) have been removed and 
replaced. Upper and lower ball-joints 
replaced. Front anti-roll bar replaced. 


Hydraulics 


Height control solenoids, valves and 
restrictors removed, cleaned, tested 
and replaced as necessary to get 
systems operating as they should. 
Pressure switches and accumulator 
spheres removed and replaced (our 
next endeavour will be to overhaul 
them). Height control rams have been 
serviced and their seals replaced. 
Hoses replaced. Hydraulic fluid 
drained and the systems flushed and 
bled. Fluid reservoirs and sight glasses 
removed, cleaned and replaced. 


Cooling system 


Flushing of radiator and block. 
Removal and fitment of radiator. Re- 
placement of steam valve and radiator 
cap seal. Removal and replacement of 
coolant thermostat. Replacement of fan 


A progress report 


belts. Replacement of viscous coupling. 


Engine bay 


General replacement of consum- 
ables such as points, spark plugs, 
air/oil/fuel filters, engine mountings, 
exhaust manifold gaskets, rocker cover 
gaskets. Flame traps cleaned and seals 
replaced. Carburetters removed and 
cleaned. 


Brakes and wheels 


Brake pads, including handbrake 
pads, replaced, dise rotors removed 
and replaced, front and rear wheel 
bearings and seals replaced, calipers 
and pistons overhauled and replaced. 


Drive train 


Automatic transmission oil and fil- 
ter changes. Removal and replacement 
of propeller shaft and universal joints. 
Replacement of final drive shaft bear- 
ings, seals and universal joints. 
Changeover of final drive shafts. 


Electrical 


Various fault-finding exercises to 
correct malfunctioning accessories 
such as speed control, window motors, 
windscreen wipers, headlamp dipping 
switch, headlamp wipers/washers, 
seat adjustment motors, etc. 


Sundry external items 


Removal and replacement of grilles, 
bonnets and various other items. 
Clearing of external drainage aper- 
tures. 


Interior 


Removal of door trims for access to 
door mechanicals/electricals. Lubrica- 
tion of window winding chains, central 
door locking solenoids and linkages. 
Removal and stripping of woodwork for 
refurbishment. Replacement of door 
sealing rubbers. Front seat motors and 
mechanisms serviced and lubricated. 
Knee-rolls removed for repair and for 
access. 


Whilst most members of the group 
have not had the benefit of doing all of 
the above jobs, there is always someone 
who has had the experience and can 
advise and assist. So collectively, we 
are now knowledgeable enough to 
tackle all of the above. We will not 
stagnate. We have an unshakable faith 
in the written word, and a long list of 
very helpful people who are experts in 
these cars and are willing to offer advice 
and point out the pitfalls. There are 
always going to be those jobs best left 
to the professionals, but we are getting 
better and better, so onward and up- 
ward. 

Next time you see an A.C.T. Branch 
member who drives a Silver Something 
or other, take a close look. The owner 
may have skinned knuckles and a bat- 
tered look about him/her, but the car 
probably won't. 

We are now moving the goal-posts 
again to include all models in our Self 
Help endeavours, so hopefully we Silver 
Shadow owners will be exposed to the 
joys and travails of older car main- 
tenance, care and enjoyment. 


Hydraulic fluid change 


The following is a personal descrip- 
tion of how I drained, flushed and 
replaced the RR363 hydraulic fluid in 
my own Silver Shadow II. It is not in- 
tended to be used as a reference, nor to 
replace the Workshop Manual proce- 
dures. Early and later Silver Shadow, 
and Silver Shadow II systems differ, 
sometimes quite markedly, so refer- 
ence to the correct passages in the 
Workshop Manual applicable to your 
car is most important. 

After a vigorous run through the 
Snowy Mountains my Silver Shadow II 
announced in no uncertain terms that 
it was time to change the hydraulic 
fluid. The RR363 went black! I suspect 
overheating caused most of the dis- 
colouration as my brakes smoked more 
than once on some of the long, winding 
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descents. These are big, heavy cars and 
take a lot of pulling up, which makes 
the fact that I experienced no brake 
fade whatsoever most remarkable. 

Australia Day seemed a good day to 
do the job, so bright and early I put the 
car up on stands and removed the 
wheels. Doing that gave me plenty of 
access to the ‘pressure relief valves’ 
(bleed nipples to most of us!). I de- 
pressurised the system by turning on 
the ignition (but not starting the 
engine) and pumping the brakes until 
both pressure warning lights illumin- 
ated. Then I pumped the pedal a fur- 
ther 30 or so times to ensure that both 
systems were fully depressurised. 
Counting the number of depressions of 
the brake pedal before the warning 
lights come on gives a rough idea of the 
serviceability of your accumulators. 20 
or more applications indicate reason- 
able nitrogen pressure behind the 
accumulator diaphragms, and 50 or 
more is very good. If the warning lights 
do not illuminate at all, test them by 
selecting Drive and, with the engine not 
running, turn the key to the Start posi- 
tion (on early cars press the test but- 
ton). All of the warning lights should 
illuminate. If this test shows that the 
warming light bulbs are serviceable, 
look for a fault in the pressure 
switches. They are easy to remove and 
service. 

Placing the garden hose near the car 
(in case of RR363 splashes) and wetting 
down the paintwork first, I opened the 
bleed nipples and started the engine. 
Workshop tip: if a bleed nipple is hard 
to undo, soak the base of it with a 
penetrant and tap beside it with a ham- 
mer while applying steady pressure to 
the spanner. Any such nipples should 
be removed completely and their 
threads thoroughly cleaned and in- 
spected. Brute force can result in a 
broken nipple, which can be a pain! 

Steady pressure on the brake pedal 
caused the systems to purge them- 
selves of most of their fluid. I dis- 
connected the height control linkages 
from the rear subframe and rotated 
them carefully. WARNING: do not 
rotate the levers too far as they may 
pop out of position in the height 
control valves. With the bleed nipples 
open and the height control rams act- 
ivated the old fluid was expelled. I bled 
both accumulators and the lines to the 
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Cutaway view of the early Silver Shadow hydraulic reservoir, from the Workshop Manual. Some 
later cars additionally had floats to operate low fluid warning lights on the fascia. 


1. Cover 

2. Filler caps 

3. Filter and outlet to rear pump 

4. Low pressure return ports 

5. Sight glass instruction plate 

6. Filter and outlet to master cylinder 


pressure switches to completely drain 
the systems. Note: earlier cars fitted 
with a third (master cylinder) brake 
circuit need to have that circuit purged, 
too. 

My next step was to remove the fluid 
reservoir sight glasses. Although it can 
be done in situ, I chose to first remove 
the reservoir from the car. Placing the 
reservoir onto a clean bench I removed 
the top cover and carefully lifted the 
gauze mesh and gasket from the reser- 
voir body, then removed the fluid level 
floats (not fitted to some earlier cars) 
from their cylinders as well as the anti- 
wave baffle plates. The sight glasses 
needed to be removed for cleaning so I 
removed the four screws holding the 
information plate on and exposed the 
four tiny Allen-headed screws holding 
the sight glass plates in position. Care- 
ful use of a centre-punch was necessary 
to loosen them from their long- 
undisturbed seats. The whole shebang 
was then washed with methylated 
spirits and dried with compressed air. 

Reassembly of the reservoir was 
pretty much the reverse of the dis- 
mantling process, though first I care- 
fully scrutinised the sealing rings 
under the sight glasses before putting 
them back. My bottom lip would have 
dropped a long way if, after getting it all 
back together, I found that the sight 


7. Dividing wall 

8. Baffle plate 

9. Filter gauze 

10. Filter and outlet to front pump 
11. Cover gasket 


glasses leaked! 

After shutting off all bleed nipples 
and filling the reservoir with fresh 
Castrol RR363 fluid, I started the 
engine, placed the brake activating tool 
(a stick) in position on the pedal and 
carefully bled the primary system. I 
released more than the minimum 
amount of fluid required to purge any 
air as I wanted to flush the system too. 
WARNING: the reservoir must have 
sufficient fluid at all times. It must 
be checked regularly throughout 
the bleeding process and topped up 
to the correct level as necessary. 

I flushed and bled the secondary 
braking system and the height control 
rams. The pressure switches were next 
and then, finally, the accumulators. Be 
wary of the hot exhaust pipes — I 
branded myself twice. 

I let the car stand for about 30 
minutes while I washed the wheel 
arches (opportunist that I aml), re- 
placed the road wheels, removed the 
stands and put the tools away. After 
checking for leaks and removing all 
movable objects from the interior and 
boot I took the car to an isolated and 
very hilly stretch of road and gave the 
braking system a thorough testing. It 
passed muster. Clean fluid, clean sight 
glasses and a clean bill of health. What 


more could one want? ¥ 
, 


‘The ROLLS-ROYCE Sliver Dawn and Sliver 
Wraith’ by Bernard L. King. Published by 
Complete Classics, Coulsdon, England. 
Complete Classics No.3. 326 pages, 235 
iltustrations. Available from the Rolls-Royce 
Owners’ Club of Australia (New South 
Wales Branch) Club Shop, P.O. Box 2754, 
Sydney, N.S.W. 2001. $50.00 
Reviewed by David Ekberg 

This is the third in the Complete Classics 
series which will eventually cover models 
fromthe 1920s to the 1960s, the next being 
the Derby-built Bentleys and the R-type 
Bentley. 

The author claims that each volume is 
“sized to fit into the glovebox or for carry- 
ing around at events’. This will be no small 
feat when the series is complete, certainly 
requiring a glovebox larger than that of a 
Silver Dawn if one intends to study more 
than one ortwo models. There is, however, 
no doubt that any enthusiast is going to 
be considerably better informed by 
having ready access to the various infor- 
mation contained therein. 

Like the other titles in the series, the 
core of this book is a full register of every 
chassis for both models, listing body type 
and number, coachbuilder and design 
number, original owner, destination 
country, U.K. registration number, current 
owner and domicile as far as Is known, 
and additional notes such as picture ref- 
erences. 

Some of this information has been pub- 
lished before, notably in Lawrence 
Dalton’s The Classic Elegance, but the 
additional information included here, par- 
ticularly current owners and the listings for 
the Silver Dawn standard steel saloons, is 
being seen for the first time. The best basic 
source of the chassis listings has, of course, 
been available for many years at the Hunt 
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House, but as that has always necessit- 
ated visiting Northamptonshire in person 
or obtaining chassis records one at a time 
for a fee, the contribution of this book to 
any student of these cars is marvellous. It 
would not have been an easy choice 
when compiling the lists to decide what 
information to include and what to leave 
out in the interests of maintaining the for- 
mat of one line per car. Delivery dates, for 
example, have been reduced to month 
and year, and | would have liked to think 
that having invested so much time with 
the original records the author might have 
seen fitto include the full date. | would also 
have liked to have seen the original 
colour(s) included — a point of distinction 
that takes on more interest with standard 
steel cars and their introduction with this 
model of factory colour ranges. 

In a note to the tables Mr King reports 
Silver Dawn survivors in 25 countries and 
Silver Wraiths in 36, from Andorra to Zim- 
babwe. These statistics should place in 
perspective the sheer volume of work in 
compiling this book. Those with local 
knowledge are likely to have more up to 
date information, indeed changes of 
ownership and domicile are going to con- 
tinue to take place. | do not think that this 
diminishes the value of the work as it cer- 
tainly does not claim to be complete, 
even to the time of publication. Having 
stated that it is worth noting that some 
local entries, such as our Editor’s Silver 
Wraith and others that were readily avail- 
able from our Club publication Chassis 
Plate, are listed with previous owners. 
Incidentally, Mr King writes that 114 Silver 
Dawns and 44 Silver Wraiths were del- 
iveredto Australia as new cars with 98 and 
47 respectively being the current popula- 
tions. 

101 pages of this 326 page book are 
devoted to the chassis registers, so there is 
a good deal of ancillary information also 
included. Nearly 250 cars are illustrated in 
black & white plates, mostly identified by 
chassis number. Although a number of the 
photos have been published previously, 
most are being seen for the first time and 
their source identified. The picture cap- 
tions are detailed, if not altogether free 
from errors. For example, under a photo of 
HLW49, one of the former Australian 
government Hooper Allweather Silver 
Wraiths, Mr King claims that our govern- 
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ment ordered three such cars, even 
though the chassis register indicates (cor- 
rectly) that there were only two. As only 
two were offered for sale by tender some 
years ago, could there be one left unac- 
counted to the taxpayers?! 

Other useful sections list original tools 
and brochures, road-test reports, lists ena- 
bling chassis numbers to be identified from 
U.K. registration numbers, and an excel- 
lent analysis of coachwork and coach- 
builders. There is a fascinating chapter 
detailing cars exhibited at the London 
Motor Shows 1948-1958, as well as some 
interesting notes on first owners. 

Throughout, Mr King’s writing is 
economical and even, on occasion, 
witty. Never does he seek to show off in 
relation to the considerable scholarship 
involved in this book. Perhaps he will not 
find a broad audience, but owners and 
enthusiasts of these models have been 
waiting for this book. 


‘ROLLS-ROYCE & Bentley: Sixty Years at 
Crewe’ by Malcolm Bobbitt, Published 
1998 by Sutton Publishing, Stroud, 
England. 211 pages, about 120 black & 
white illustrations. Distributed in Australia 
by Peribo Pty Ltd, 58 Beaumont Road, 
Mount Kuring-Gai, N.S.W. 2080. $69.95 
Reviewed by Richard Mann 

When writing this book Malcolm 
Bobbitt chose to review the car opera- 
tions undertaken at Crewe and, indeed, 
the: Specialist, Diesel, and Continental 
(licensed) aero engine operations would 
merit a book on their own. 

This charming book tells a story that has 
been long overdue — the history of the 
Crewe works and its personalities. 

Chapter One starts with a little history 
of Merrill’s Farm, the site of the Crewe 
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factory where, in 1932, Sir Alan Cobham’s 
Flying Circus performed, then proceeds to 
give brief histories of the Manchester and 
Derby works. 

In the next Chapter is a fascinating 
report on the selection of Merrill’s Farm as 
the most suitable site to build a factory as 
part of the government’s “Shadow Fac- 
tory” rearmament programme for pro- 
duction of the renowned Merlin aero 
engines. Allied to this is an equally fas- 
cinating story of Clan Foundry, near 
Derby, where a small team continued to 
form the nucleus of post-war chassis work. 
As elsewhere in the book, this period is 
illustrated with some pictures that have 
not been seen before, and it is hard to 
believe that this once rat-infested building 
housed the Experimental Department 
until 1951! Further detail follows as to how 
Crewe prepared for and made the trans- 
ition from aero engine to motor car 
production after World War Il ended. 

The third Chapter effectively covers 
the ‘standard steel’ bodied cars when, for 


Radials on Clouds 


| have certain queries with respect to 
the Silver Cloud and Bentley S$ Series cars 
where fitted with radial-ply tyres. My con- 
cerns are as follows: 
1. The original cross-ply tyres are readily 
available. 
2. The suspensions of these cars were not 
designed for radials and in my belief they 
transmit heavier side loadings to wheel 
bearings and other suspension comp- 
onents due to a lack of ‘give’ or drift on 
bends and corners such as cross-ply tyres 
impart. 
3. The radials that | have seen so far on 
these cars will not fit into the spare wheel 
compartment due to their extra wicth, 
and | have seen cross-plies used as spares 
to the four radials (illegal in some States at 
least). What happens in the event of a 
puncture? 
4. | have written to the Company con- 
cerning their attitude to radials on Silver 
Clouds and | quote their reply, inter alia : 
“In the interest of car/passenger safety, 
we have never recommended radial 
tyres on Silver Clouds and would not do so 
without comprehensive testing, which so 
far we have not done’. 

My question is, what view is a Club 
concours judge to take regarding the 
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the first time, Rolls-Royce built complete 
motor cars. A brief description of the 
coachbuilt Silver Wraith and Phantom IV 
models is included. 

A following Chapter provides a good 
insight as to how the Silver Cloud series of 
cars were styled and, indeed, includes an 
account by Martin Bourne who worked in 
the Styling Department under Chief Styling 
Engineer John Blatchley during that 
period and after. A description of the 
Silver Cloud chassis and the many dif- 
ferences between this and the previous 
models are covered. 

Chapter Six chronicles the radical 
departure from producing traditional 
chassis to the adoption of unitary con- 
struction for all models except the Phan- 
toms V and VI. Information is provided 
about the Experimental cars, the various 
problems that arose and how they were 
addressed. This Chapter also covers 
“Farmerisation” — the process whereby 
every employee driving on Company 
business had to, and still has to, pass the 


LETTERS to the EDITOR 


points issue where radials are fitted? 
Stan Spackman, 
Victoria Branch 


Over the Horizon 


The article Over the Horizonby George 
Shores (P.1-99, p.3304) expressed a jus- 
tified uncertainty about the future of Rolls- 
Royce ownership. Certainly, as far as | 
personally have noticed, most owners of 
Rolls-Royce and Bentley cars are, if not as 
old as the writer, still far from young. 

The causes of this situation are mainly 
economic. In 1959, being then 34 years 
old, | bought a 1937 Bentley 41% Litre with 
Park Ward standard saloon body, for £275. 
That was about two-thirds of the price of 
the cheapest new car on the British 
market. | bought it from a dealer, not from 
some unworldly old lady who did not 
know what it was worth. Before that time | 
had owned a Weymann-bodied Phan- 
tom | which | bought for $120, and in 1958 
a friend of mine offered me his 1930 
Bentley 614 Litre with open sports body for 
$150. My salary then had just crept up to 
$1,000 a year. In our Market Place advert- 
isement columns | note five pre-war Rolls- 
Royce and one pre-war Bentley offered 
for sale: the average of the asking prices 
is $106,000. There can be very few young 
men who could buy such cars, as! bought 


Rolls-Royce driving test. 

This book is as much about the Crewe 
personalities as it is about the cars that 
were built there. Throughout the book are 
cameos of various Company people such 
as Robotham and Grylls, and even an 
informative one on His Majesty’s Trawler 
Rolls-Royce, a wartime minesweeper, the 
existence of which| had not been aware. 
The book concludes with a concerned yet 
balanced appraisal of recent events 
regarding ownership of the two marques 
and, necessarily, covers the current 
models. 

The few factual errors include such 
details as the chassis number of Princess 
Margaret's first Silver Wraith Il (now in 
Australia — see P.6-98), numbering all 
Experimental Camargues with a ‘DZ’ pre- 
fix (which was actually only used for the 
last two), and a picture of a Turbo R cap- 
tioned as a Silver Spirit. 

Anice, easy to read, informative book 
which should appeal to enthusiasts of the 
post-war cars and Company history. 


mine, for 27.5% of their gross salary. 

Now where are all of these very expen- 
sive Rolls-Royce and Bentley cars? Most of 
them live in dust-free garages or air- 
chambers from which they issue oc- 
casionally to be driven (or, to avoid nasty, 
dirty roads, taken in trailers) to concours 
d’elegance where their owners hope to 
win prizes. 

Thus superlative motor cars, designed 
for long distances and high speeds, be- 
come objets d’art displayed by wealthy 
owners who do alll their real motoring on 
Japanese wheels. Of course we are 
grateful to those who can afford very 
costly professional restorations: they show 
us what the cars were like when they 
came to the original buyer. Yet one would 
like to see these cars on the road, and one 
feels that owners who can afford the 
restoration ought to be able to afford to 
use the cars when restored. 

We can never return to the days when 
men of modest means could buy Silver 
Ghosts, Phantom IIs and Le Mans Bentleys, 
but public awareness of our respect for 
these cars would be enhanced if their 
owners were willing to let the vulgar see 
them doing what they were intended to 
do — motoring. 

James Willis, 
Western Australia Branch 


Market Place 
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ROLLS-ROYCE OWNERS’ CLUB CLASSIFIED ADVERTISING 


Cars For Sale 


1934 Phantom If (173RY) Park Ward Con- 
tinental touring saloon. The last of the cars 
delivered new to the historic Hunter Valley 
property ‘Tocal'. Original and very sound 
throughout. Recent new pistons, camshaft 
and followers, main bearings, brake linings, 
kingpins, tyres. 4th owner 22 years. $120,000 
o.n.o. Max Houston 02-4373-1277 (w) 
02-4373-1052 (h) 
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1935 20/25 (GBU78) Thrupp & Maberly 
saloon. Immediate sale owing to illness. One 
Club member owner since 1958. Maintained 
by Alex Brown (please contact Alex for 
detailed report, 02-9743-3121). Original in 
every important detail with great foundation 
for restoration. May registration. Offered at 
$70,000 but reasonable offer will be accept- 
ed. Joy Donald 02-9358-5821 


1947 Silver Wraith (WYA48) Park Ward 
saloon. Black with deep burgundy leather 
interior. Completely restored and in original 
condition. Whitewall tyres, manual gearbox. 
Mechanically perfect, with complete history 
since delivery in 1948. $55,000 o.n.o. Robert 
Green 0417-017177 or colors@caramail.com 


Pa ene a RI ESS » Sonics 
1949 Silver Wraith (WFC67) Hooper ‘Teviot' 
touring limousine. Midnight Blue with grey 
hide upholstery. Featured on the front cover, 
PRAECLARUM 2-96. A truly magnificent ex- 
ample of the desirable and road manageable 
short chassis model with manual gearbox. 
Fitted with electric division, sunshine roof, 
cocktail cabinet, picnic tables and other 
luxury features. R.100 headlamps. Mechanic- 
ally superb, runs sweetly and quietly and pulls 
strongly. Has travelled only about 2,500 miles 
since complete restoration to the highest 
standard. Mint handbook. Winner of Class 6 
and Best Post-War Coachbuilt Car trophies at 
the recent Federal Concours in Canberra. 
Nothing to spend. $75,000 firm. Michael Zwar 
02-6026-2336 


Cars For Sale 


1949 Bentley Mk VI (B235EW) James Young 
two-door saloon coupé, design number 
C10-AM. Chassis in good running order. 
Aluminium coachwork is complete and has 
new floor pan and timber frame. $18,000 or 
offers. Alastair Angas 08-8842-2859 or FAX 
08-8842-1294 


1950 Silver Wraith (WHD6) H.J. Mulliner 
limousine. Electric division and windows. 
Paint needs touching up, woodwork excel- 
lent. Fully licensed. Second cheapest Silver 
Wraith in Australia. $39,000. Mick Rust 
0418-91-5356 or FAX 08-9379-1261 


1951 Silver Wraith (WHD57) Park Ward six- 
light saloon. 104,000 miles. Australian 
delivery. $38,000. Philip Grant 03-9525-6131 


1951 Silver Dawn (SDB78) short boot 
manual. Black. Repolisned woodwork, re- 
conditioned front end. Two owners, present 
owner since 1956. $50,000. John Wisely 
02-9417-4676 


4952 Silver Dawn (SKE44) Rare long boot 
with manual gearbox. Original condition, ex- 
cellent mechanicals. $38,000. Philip Grant 
03-9525-6131 


1953 Bentley R-type (B453SP) Big bore, big 
boot saloon. Silver grey. Manual gearbox. 
Offers around $40,000. K.D. Genders 
08-8323-7791 (‘phone & FAX) 
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1956 Bentley S1 (B24BA) H.J. Mulliner 6- 
light saloon. Unique in Australia. Elegant styl- 
ing is the forerunner of the ‘Flying Spur’. 
Good, original condition. As seen at the 
Federal Rally in Canberra. $75,000. Rolls- 
Royce & Bentley, 210 Kingsway, South Mel- 
bourne 03-9696-0888 


1960 Bentley S2 (B434BS) Shell Grey over 
Black Pear! with grey hide. Factory air con- 
ditioning, tinted glass and front electric win- 
dows. Delivered new in Melbourne. 203,000 
miles. David Ekberg $29,950. 0414-96-0888 


1964 Bentley S3 (B602CN) Sage Green with 
ivory leather interior. Winner of best Silver 
Cloud or Bentley S, 1996 N.S.W. Branch Con- 
cours d'Elegance. Factory-fitted air cond- 
itioning, electric windows, new tyres. Fully 
maintained by John Vawser for the last 214 
years. For sale due to injury. $49,000. Peter 
Foster-Bunch 02-9918-3955 (‘phone & FAX) 


Cars For Sale 


1960 Bentley S2 (B265CT) Ivory with new 
red leather interior. Mechanically excellent. 
Previously owned by Rolls-Royce Australia. 
Complete tools and continental touring kit. 
$35,000. Bev Taylor 02-9974-4453 


1969 Silver Shadow (SRH6847) Sage 
Green. 98,000 miles. Carefully maintained by 
Crewe Motors. Partial respray 1998. Interior 
perfect due to loose covers fitted. Vic. reg. 
RR-098. Illustrated in P.3-94, p.2377. 
$35,000. Leo Hawkins 03-9776-1986 or FAX 
03-9773-4831 


Parts For Sale 


Rolls-Royce and Bentley parts: mainly Silver 
Shadow, body and mechanical. Some parts 
for other models also available. See full-page 
advertisement in the last edition of 
PRAECLARUM for full listing. J.G. Dare Pty 
Ltd. 03-9589-1516 or FAX 03-9589-5982 


Assorted Rolls-Royce & Bentley parts for sale 
by Founder President of the A.C.T. Branch: 2 
x headlamp light units, original very good 
condition with R-R badge, suit Silver Dawn or 
pre-1956 Silver Wraith with built-in head- 
lamps, $450 pair; centre lamp light unit, Mk 
Vl type c.1947, sans badge, deep type reflec- 
tor, never used, $125; pair Lucas SFT700 
foglamps complete for Silver Dawn, export 
Mk VI/R-type, export Silver Wraith etc., quite 
good condition, $200 pair; full-flow oil filter kit 
for Silver Dawn, Silver Wraith, Mk VI, believed 
complete but not sure, sensible offer. Robert 
Penn Bradly 02-6227-4348 


Auster screen, large, with folding wings and 
supporting arms. Suit Silver Ghost, etc. Frank 
Severino 02-9558-0342 


Grille shell for Silver Cloud | or Il, complete 
with vanes and badge, less cap and mascot. 
As seen at technical seminar at Canberra 
Federal Rally. $6,500. KJR Coachbuilding 
02-6040-2666 (w) or 02-6025-6314 (h) 


Temperature gauges to suit most pre-1939 
cars (two types). Replica of Cambridge ther- 
mometer. $625 each delivered throughout 
Australia. For specifications and drawings 
FAX John Smith 03-9755-3270 


Pair Lucas P.80 chrome headlamps, com- 
plete except for reflector tripod. Very good 
condition. $800 pair. FAX John Smith 
03-9755-3270 


7.00 x 21 tyres, 12newand used retreads and 
unused old cleanskins at $20-$40 each, 5 
heavy-duty rustbands at $15 each. Barrie 
Gillings 02-9144-3787 or FAX 02-9440-9159 
E-mail barrie@gillings.com 
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ROLLS-ROYCE OWNERS’ CLUB CLASSIFIED ADVERTISING 


Parts For Sale 


Silver Shadows and Bentley T Series 
breaking for parts. Most mechanical, body 
and interior parts available. 

McMillan Prestige Car Repairs 
02-9744-5111 or FAX 02-9744-5517 


Literature For Sale 


1972 Handbook Supplement for Silver 
Shadow/Bentley T (not U.S.A./Canada), very 
good condition, $40; Service Manual, Silver 
Dawn, Mk VI/R-type, Silver Wraith, as-new 
reprint, $50; large number London & Derby, 
1960s and 1970, $35; scrap-book ex-Ted 
Jack of 1960s era, $20. Robert Penn Bradly 
02-6227-4348 


Silver Cloud IIl/Bentley S3 Spare Parts books, 
two volumes. Genuine R-R publications in 
near mint condition. $120. Martin Bennett 
02-4829-7140 (‘phone & FAX) 


Literature Wanted 


R.R.O.C. Quarterly Magazines for Spring '60 
and Summer ‘60/61. Will pay $25 each. 
Malcolm Johns 0414-28-3841 or FAX 
02-9362-3256 


Services 


We overhaul: hydraulic accumulators, 
height control valves, and minimum pressure 
valves for Rolls-Royce Silver Shadow, T 
Series, Corniche etc. and Silver Spirit/Spur, 
Bentley Mulsanne etc. motor cars. We have 
specialised in Rolls-Royce hydraulics in the 
U.K. since 1979 and are now established in 
Australia. Our overhauled components are 
guaranteed for two years, unlimited milage. 
For example: Silver Shadow/Bentley T 
Series/Corniche/Camargue accumulator 
reconditioning, $295. 

Pleiades Automotive Hydraulics 
(Australia) P.O. Box 40, Gayndah, Qld. 4625. 
‘Phone/FAX 07-4161-2512 


Metal polishing for all models carried out to 
the highest standard. Stainless steel, nickel, 
chromium all catered for in our workshop. 
McMillan Prestige Car Repairs 
02-9744-5111 or FAX 02-9744-5517 


Complete Interior Woodwork restoration 
and refurbishing. Broken wood and veneer 
repaired. Exacting standards and authentic 
finishes. No over-restoration. - 

McMillan Prestige Car Repairs 
02-9744-5111 or FAX 02-9744-5517 


INFORMATION: Classified advertisements 
must be factual and accurate. Persons mis- 
representing cars, parts or services will be 
denied further use of this space. Ads for cars 
for sale must include chassis number and 
asking price. Ads are accepted subject to 
availability of space and may be edited or 
rejected at the discretion of the Editor 
without discussion or explanation. 


Services 


Interior Trimming carried out to exacting 
standards using authentic Rolls-Royce and 
coachbuilders’ materials and methods. 
Repairs or complete replacements. 
McMillan Prestige Car Repairs 
02-9744-5111 or FAX 02-9744-5517 


Travel/Accommodation 


Homestay/Bed & Breakfast, Dandenong 
Ranges, Victoria. Enjoy a restful sojourn at our 
quiet, discrete residence on 11% acres at 
picturesque Ferny Creek and yet be less than 
one hour away from Melbourne CBD. Central 
heating and log fire. Lots of attractions and 
restaurants nearby. $45 pp per night B & B. 
Dinner also available by arrangement Satur- 
day & Sunday, $25 p.p. three courses with 
coffee and mints. Club member Les 
Myghalls. For booking or brochure, please 
telephone 03-9755-2197. 


LMARR has it! 


Disc — 


Outer hub ring 


extension 


Curved 
air valve 


Spanner / 7 "rir lock assembly 

All you need to fit new Rolls-Royce 
wheel discs to your ; eee 
Pre-WWI Classic. ¢ Hispano-Suiza 
Write, phone or fax Lagonda 

for full infomation. 


¢ Bugatti 

¢ Delage 
LMARR DISK,LTD = 
PO Box 910 Glen Elien,CA,USA 95442-0910 


Tél: (707) 938-9347 Fax: (707) 938-3020 
Di 


Powers Parts, Inc. 


Rolls-Royce & Bentley Cars 


Parts & Literature 


Bought & Sold 


Specializing in Pre-1940 


Bentleys & Small Horsepower R-R 


Parts, Tools & Literature 


! will pay top prices for parts, parts cars, tools 
and literature. 


Dale W. Powers 


P.O. Box 796, 425 Pine Avenue 
Anna Maria, FL 34216, U.S.A. 


(1) 941-778-7270 
FAX (1) 941-778-0289 


powersinc@aol.com 


PHOTOGRAPHS: Good quality colour or 
black & white prints are acceptable. Please 
do not send negatives or photocopies. For 
return of photo, please include s.a.e. 
DEALERS: Parties dealing in motor cars 
must, where required by law, quote their 
dealer’s licence number and comply with all 
other statutory requirements relating to their 
advertising. 


www.roilsbentley.com 


COST: Ads are free to members who do not 
regularly deal in sales or service of Rolls- 
Royce & Bentley cars. Non-members are 
charged $15.00 for a non-commercial ad of 
reasonable length. Photographs may be 
included free of charge to members, $15.00 
for others. Where applicable, cheques 
made payable to R.R.O.C. of Australia must 
accompany advertising copy. Send ads to: 


Martin Bennett, ‘Allambi’, RMB 3310, Goulburn, N.S.W, 2580, ‘Phone/FAX: (02) 4829 7140 
Deadlines: 15th of January, March, May, July, September, November. 


Now, the Yanks’ 
Best Kept Secret 
of 30 Years 
Revealeal! 


“long Handler 
2028 écinariuenue 


Los Angeles, California 90025 USA 


Tel. 310-473-7773 


Fax. 310-479-1197 


World's most complete stock of 
used post-war (1946-96) Rolls-Royce 
and Bentley spares. 


Virtually everything on hand, immedi 


-ately available, and at reasonable prices. 


Knowledgeable assistance and 
personal service always. 


¢ Restoration candidates and drivable RHD 
Rolls-Royce and Bentley cars available. 

« UPS, Alr and Mail Shipments Dally. 

¢ Phone Calls or Fax Preferred. 


PRAACLARVM 


©TOM JOHNSTON MOTORS 


PTY. LIMITED 


Servicing the World’s Finest Motor Cars 
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13 STIRLING STREET, THEBARTON, S.A. 5031 
Tel: (08) 8234 5600 
Fax: (08) 8234 5607 


(Formerly Dew St, North. Off West Thebarton Rd and Phillips St.) 
Email: tjmotors@senet.com.au 


We can protect your investment 
in Rolls-Royce and Bentley 


L to R: Kerrie Thomson-Booth, Warrick Booth, Robert Murphy, Paul Lukes, Clare Lukes, Ralph Appleby 


Sydney’s best known and most 
experienced Rolls-Royce team are 
committed to provide you with 
personal service and_ professional 
care to protect your investment in 
Rolls-Royce and Bentley - from the 
earliest cars through to current models. 


Call Warrick Booth or Paul Lukes to 
discuss routine maintenance, major 
overhaul - or advice on any aspect of 
Rolls-Royce and Bentley ownership. 


Messrs APPLEBY AND BOOTH 
AT PARADISE GARAGE 
25 DUNNING AVENUE, ROSEBERY, 
SYDNEY, NSW, 2018 
PH: 02 9313 7866 FAX: 02 9663 2105 


>, www.paradisegarage.com.au 
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2-99 3339 
Australia’s No.1 dismantler of Rolls-Royce & Bentley cars. 


Now dismantling for parts: post-war Rolls-Royce & Bentley cars from Mk VI to 
Silver Shadow. Fast Australia-wide despatch of parts. Very reasonable prices. 
Servicing and mechanical repairs. Excellent spare parts service — all models. 

Engine rebuild and cylinder head reconditioning service. 


Wanted: damaged and unwanted Rolls-Royce and Bentley cars for parts. 
e e vB 
Neil McLean Automotives & 
Specialising in post-war Rolls-Royce & Bentley motor cars 


14 Beaconsfield Avenue, ‘Phone: (08) 9250 1400 
Midvale, Western Australia 6056 FAX: (08) 9250 1404 


If you love your classic vehicle 
we've got the insurance. 


@ Agreed value means agreed value. If 
the car is a total loss you will receive 
the full sum insured. 


You have the option to choose your 
own repairer. 
Lifetime guarantee on repairs. 
In the event of total loss of the vehicle 
you have an opportunity to purchase, 
depending on the policy. 
No blame excess. 
Laid up cover for vehicles being 
restored or repaired. 
Free windscreen one per year without 
Shannons Classic Insurance has been insuring excess. 
vintage & veteran vehicle enthusiasts since 


1970 and has developed a great insurance Ring Shannons for a 
package at a very competitive price. free quote today ! 


Insurer: Royal and Sun Alliance Insurance Australia limited ACN 005 297 807 
Victoria (03) 9584 7266 New South Wales (02) 9460 6344 Northern Territory (08) 8981 3000 
he AUCTIONS Queensland (07) 3892 2776 South Australia (08) 8294 9000 Western Australia (08) 9479 3555 
Tasmania (03) 6223 8333 Country callers Toll Free: 1800 653 996 All States 
SHAN 5A 


EPAIRS Pty LTD 


Restoration 
c 


itainless steel polishing sy] 


Chrome work 


The Rolls-Royce and Bentley appointed repairers 
25-27 Regatta Road, Five Dock. NSW 2046 


Customer Service (O02) 9744 5ll1l 
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